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Saturday, June 19, 1852. 


McCallum’s Patent Timber Bridge. 

We give below a description, which is accom- 
panied by a lithographic drawing, of McCallum’s 
Patent Timber Bridge. 

The plan of this bridge is now exclusively used 
in all new structures upon the New York and Erie 
railroad, and has just been ordered for all the 


and New York city railroad, and Mr. S. W. Hall, 
late Chief Enzineer of the Chemung railroad, were 
appointed a committeee to draw up a statement of 
the results of the experiments, a portion of whose 
report we give below. 

“This bridge is kaown as McCallum’s Patent 
inflexible Arched Truss railroad bridge. It is con- 
structed principally of pine timber, with less than 
the ordinary proportion ot iron rods, bolts, and cast- 
ings. The whole length of each truss is 200 feet, 
and has a clear span, or distance between supports, 
ot 190 feet. 

The experiment consisted mainly in running 
from one to fuur locomotives across, at different 
rates of speed, noting the effect, and observing par- 
ticularly the deflection or settling of the truss unde: 
various weights. 

The following are the weights of the engines 
and tenders used in the experiments; these weights 
include the usual complements ot wood and wa- 
ter: 





Engine, Tender, Total. 
No. 92, 49,510 lbs. 33,290 Ibs. 82,800 Ibs. 
53, 72,900 35,000 107,900 
127, 54,400 36,300 90,700 
27, 56,380 36,730 93,010 
Gross weight of four engines 374,410 


In running one of these machines back and forth 
at different speeds, no deflection could be detected 
by the naked eye, and a levelling instrument was 


used, to determine the existence and extent of de-| 


flection. 

Upon placing first one engine and tender upon 
the centre of the bridge and noting the deflection 
then bringing on successively the second, third, 
and fourth, and arranging them as near the centre 
of the bridge as possible, the deflections were found 
as follows: 





| 
{ 


| 


» the timber bridges patented in this country, there 


| 


for railroad purposes, an particularly for bridges 
of great span, than any other in use.” 
A. J. Centre, 
S. Seymour. 

Mr. Hall, well known as an engineer of experi- 
ence in the construction of bridges, addressed the 
following note to Mr. McCallum on the subject of 
the strength of his bridge: 

Dear Sir:— I regret that I was not able to meet 
with the other members of the committee to report 
upon the experiments which we witnessed at 
Lanesboro’, Pa., upon your bridge. 

The result of the tests then applied was highly 
gratifying to me, as it was to all present. 

The load sustained was greater than I have ever 
known placed upon a bridge of a single span, and 
the deflections, as will appear by the record repor- 
ted, were quite insignificant. therefore consider 
your bridge the most perfect structure within my 
knowledge. Its superiority over bridges in general 
use, consists, not only in the quality of the mate- 
rial and the perfection of the workmanship, but in 
‘he accurate knowledge displayed in the design of 
the mature and extent of the various strains to be 
provided against, and the nice disposition of mate- 
rials for that purpose, 

Very respectiully, yours, etc., 
S. W. Hatt. 


In reference to the above, we are happy to copy 
the following editorial notice from Appletons’ Me- 
chanics’ Magazine, edited by J. W. Adams, Esq., 
well known as an accomplished civil engineer : 



































We have no hesitation in affirming, that of all 


are none, in point of strength, economy (in which 
we include ultimate durability), facility of repair, 
and uniformity of action, to be preferred before this 
plan of bridge lately patented by Mr. D.C. McCal- 


bridges, on the 125 miles of double track now con- 
structing. 













ross wt. deflect. |lum, of Oswego, engineer or ways and stractures 


No. 92, 82,800 Ibs. or 41:4 tons, 0 O13 it. on the New York and Erie railroad. 


A bridge upon the plan annexed was built some} « 92, 58,190,700 or 9535 0038“ | The bridge shown in elevation, on plate No. 4 
8 months since over the Susquehanna river, near} “ 92, 58, 127, 231,400 or 140°7 0-061“ ‘has been built lately for the New York and Erie 
Lanesboro’, Pennsylvania, upon the New York and} “ 92, 58,127, 27, 374,410 or 1872 = 0-061“ |railroad, at Lanesboro’, over the Susquehanna 


On removing these engines from the bridge it river, in the place of one built by ourselves, several 
was found that the truss had entirely resumed its years since, under the orders, and according to the 
original level, showing that the elasticity of the’ plan of the chief engineer of that road, but which 
timbers was unimpaired. |proved unequal to the duty imposed upon it; and 


Erie railroad, and has not, up to this time, required 
the slightest adjustment nor repairs, although it has 
been in constant use. 








In January last a large number of Civil Engi- 
neers, Bridge Builders and Mechanics were invited 
by the Chief Engineer of the road to be present to 
examine the above bridge, its adaptation to railroad 
purposes, and witness some experiments, instituted 
for the purpose of testing its strength and stiffness. 
After a careful examination, followed by a series of 
experiments, a committee, consisting of Mr. A. J. 
Centre, Engineer of the Panama railroad company, 


Mr, Silas Seymour, Chief Engineer of the Buffalo 





The greatest weight put upon the bridge was a|its removal became a matter of necessity. 


fraction less than one ton per foot of the span,—| 
, built in that locality, as we have ever done to any’ 


was I-1 ton per foot, occupied by the engines and 
tenders, and was 2'1 tuns per foot, occupied by en- 
gine No. 58. 

The plan of this bridge is the result of a series of 
experiments made by Mr. McCallum, who has for 
several years had charge of the bridges upon the 
New York and Erie railroad. 

The experiments were highly satisfactory to all 
present, and we have~no hesitation in expressing 
our conviction that this structure is better adaptea 















We objected to the plan of the original bridge, 


plan of bridge in which the attempt was made to 
unite the independent systems of arch and truss, 
and make tne stability of the bridge dependent u 
their uniformity of action. In this plan of Mr, 
McCallum, the two principles are not independent 
as heretofore; but the action of the arch in the 
per chord is made an integral part of the truss it 
self; and instead of two systems acting nnequally, 
and to the ultimate injury of the structure, we have 


386 
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the best features of both united in a manner which 
admits of entire uniformity of action. 

In ‘ construction of bridges for railroad pur 
a two prominent difficulties have long been 

iscovered, viz., a lack of sustaining principle to- 
wards the ends of the trusses and near the abut- 
ments, and an entire absence in many cases of a 
proper counteracting principle to prevent vertical 
vibration by a moving load. See Haupt on Bridg- 
es, to which admirable work the reader is particu- 
larly referred for a full description of the proper 
office of a counter-brace. 

Bridges built with straight chords parallel toeach 
other, have a tendency to deflect suddenly at a 

int near the bearings; hence spur braces have 

en used, from the masonry to the lower chord of 
the bridge, taking up a portion of the water-way, 
which is sometimes objectionable ; and arch bra 
ces have also been used, extending from the top of 
the lower chord to the upper chord of the bridge, 
thrusting upon the lower chords. In this bridge the 
upper chord is an arch-beam, any deflection in the 
centre of the bridge causing a corresponding thrust 
or..outward movement of the arch; the outward 
movement is resisted by the arch braces, and thrown 
upon the abutment by means of the cast shoe, 
which passes by the lower chord and bolster, abutt- 
ing upon and into the masonry. 

Sane an examination of the drawing, it will be 
discovered that any deflection in the centre of the 
arch must be followed by a corresponding raising 
of the same at the upper end of the arch-braces; 
said braces being connected with the lower chords 
by means of tension-rods. 

It will also be observed, that each of the main 
braces operates precisely inthe same manner; that 
every outward thrust produced upon the arch will 
be followed by a counteracting or upward tendency 
towards the ends of the bridge. 

The following diagram iJlustrates this action, in 
which A is an arch-beam; B, lower chord; C C, 
struts; D D, arch-braces; E E, tension-rods; W, 
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RAYS 
weight. It will be seen that the tendency of the 
weight W will be to lower the arch in the centre 
deflecting it to a straight line or below it, that the 
points F F will be thrust outward, the braces D D 
correspondingly lengthened, raising the points FF, 
and by means of the tension-rods the point G; by 
removing the weight W, and placing a strut be- 
tween the arch-beam and lower chord, as represent- 
ed by the dotted lines, it will be seen the point G 
will be prevented from raising in consequence of 
the load W, the point F remaing stationary for the 
same reason. Mr. McCallum’s bridge is peculiar 
in the arrangement through which the arched up- 
per chord, by means of the arch braces bearing on 
the abutment, together with the counter-brace ten- 
sion-rods acting on the lower chord, conduce to an 
uniformity of actlon highly advantageous to the 
durability ot the bridge. 





Indiana. 

Lafayette and Indianapolis Railroad Celebration. 
—The Lafayette papers speak in enthusiastic terms 
of the celebration of the opening of the Lafayette 
and Indianapolis railroad to Thorntown, Boone 
county,.on the 3d inst. A barbecue was prepared 
and partaken of by about 4000 persons, alter which 
addresses were delivered by Dr. Deming, H. W. 
Ellsworth, Esq., Sanford Cox, Esq., and a letter 
from Hon. Albert S. White, President of the road, 
was read. 

All the proceedings were characterised by great 
enthusiasm, 





Syracuse and Binghamton Railrvad,. 
REPORTT OF THE ENGINEER, » 


Iw accordance with your request, 1 herewith sub- 
mit a brief statement of the progress and present 
state of the preliminary and final surveys of the 
route of your road, A preliminary survey of the 
entire line to Binghamnton—a distance of nearly 76 
miles—has been completed; also all the necessary 
surveys for a definite location trom Cortland village 
to Binghamton—adistance of about 43 miles. The 
section of country traversed by this portion of the 
route, also that between Cortland village and Tul- 
ly, is well adapted to the construction of a first class 
railroad, upon which a high rate of speed can be 
easily attained. The maximum grade for this por- 
tion of the route will not, L think, exceed 20 feet 
per mile; the average descent trom Tully to Bing- 
hamton, along the valley of the Tioughnioga—a 
tributary of the Susquehanna—being about 6 feet 
per mile. The curvatures for this distance are in 
no case objectionable, as the minimum radius of 
curvature somewhat exceeds one-half a mile. 

On that portion of the line situated betwcea Sy- 
racuse civy and ‘Tally summit, no definite route for 
a lucation has yet been selected. The total eleva- 
tion to be overcome from the point of divergerce on 
the Oswego and Syracuse ratiroad, in Syracuse, to 
the summit near ‘Tully Centre, is nearly 800 feet, 
which it will not be possible to distribute equally 
throughout the whole distance of 18} miles, yet | 
am of the opinion that the maximum grade upon 
the Lafayette route may be brought somewhat with- 
in 70 feet per mile; and a considerable portion of 
this elevation will probably be ascended with a 
grade of less than 45 feet per mile. Two other 
lines have been surveyed, the maximum grade 
upon which has been reported at 50 feet per mile. 
But as the surveys of these routes have been mere- 
ly preliminary, and as the maps and profiles of 
neither of the three routes have been compleied, it 
is not in my power at the present time to speak de- 
linitely of their :espective merits, or to determine 
the precise rate of inclination, or the minimun ra- 
dius of curvature that will be necessary to adopt in 
a final location of this portion of the route. 

i hope to be able to lay before your board, in the 
course of a few weeks, complete maps and profiies 
of the entire line ot location, accompanied by a de- 
tailed report of the general characteristics of the 
route and the estimated cost of completing the 
an which I think will not exceed $20,000 per 
mile. 

A large number of land titles from Cortland vil- 
lage to Binghamton have been released at very 
fair and reasonable rates, and 1 believe the land 
owners are generally well disposed towards the 
road, and nearly all are axious to have the same 
completed as scon as possibie. The arrangement 
ot land titles has thus far been conducted entirely 
by Judge Stepheas, the President of the corporation, 
to whom much credit is due for his persevering ef- 
forts and success, 

That the road can be completed at a reasonable 
cost, and that when completed it will doa large 
amount of business, no person of intelligence, ex- 
perienced in the construction and operations of 
railroads can entertain adoubt. It will not only 
open to the best of markets one of the most wealthy 
and populous agricultural sections of the state, but 
it will be the connecting link in the shortest \ine of 
roads that can be constructed between the valley of 
the lakes and the Atlantic. The distance from the 
city of Oswego, on lake Ontario, to Binghamton is 
{11 miles; thence to New York, by the N. Y. & 
Erie railroad, is 225 miles—whole distance, 336 
miles. ‘The distance from Binghamton to New 
York, by way of Scranton, as estimated, is 187 
miles; and from Oswego to New York, by the same 
route, 298 miles. ‘The distance from Binghamton 
to Philadelphia, by Scranton, is estimated at 205 
miles—making the distance from Oswego to Phil- 
adelphia, by the same route, 316 miles. The dis- 
tance from Oswego to Syracuse, is 35 miles, short- 
ening the distance that much of course, from the 
latter city to either New York or Philadelphia; and 
shorténing the distance from Syracuse to Philadel- 

hia, as compared with the route by Albany or New 
Vork, 117 miles. Thus making a great saving in 
distance, not only to the citizens of Syracuse and 
Oswego, but to the travel on the Rochester and 
Syracuse direct road, in going to Philadelphia, 





the city of Washington, or any southern portion of 
the country. These distances are principally com- 
piled from*the published reports, and Seaport. 
mately correct. id FY 

| am aware that the city of Oswego looks toms 
road as of vital importance to her commerce, to her 
great manulacturing interests, and to suppl coll 
(or her domestic consumption, and for distribution 
at the different ports on the lakes. I am aware 
that Syracuse and its wealthy neighboring locali- 
ties, look upon it as furnishing a new outlet for 
their vast mineral and manufacturing interests, 
and fora supply of coal, upon which, ina few 
years at most, her prosperity must greatly depend. 
{ am also aware of the importance of including the 
anthracite coal fields of Pennsylvania in the route; 
and when we reflect that coal lies at the foundation 
of the present steam power of Great Britain, and at 
no distant day must occapy the same position in 
this country, we cannot attach to it too mach im- 
portance. Yet these varied interests will not, in 


.|my opinion, alone constitute the business of the 


road. They may be its great items, yet when look- 
ed upon in comparison with that great aggregate 
of small items which administer to the necessities, 
the comforts and the luxuries of a wealthy, highly 
civilized and commercial people, they lose much 
of their pre-eminence. [do not overluok or under- 
rate any of the above considerations so interresting 
to Oswego, Syracuse, and the coal fields, in the 
great amount of business this road will do; but my 
entire confidence rests upon the fact that it will be 
a necessary and common avenue to other great and 
important roads lea:‘ling from cities and localities 
which are destined to exercise a large control over 
our internal and foreign commerce, and all the do- 
mestic intercourse of our country. 





Illinois. 

Western and Allantic Railroad.—SBelow we give 
the decision of the Supreme Court of [llinois, touch- 
ing the right of railroad companies to proceed in 
the construction of railroads under the general law 
of that State. This law provides that any body of 
individuals, upon subscribing $1000 per mile, and 
on the payment of 10 per cent upon that amount, 
they may organize themselves into a company by 
the choice of officers, and may survey and locate 
their proposed road. The law further provides, 
that the above preliminary steps being taken, the 
company may then apply to the Legislature for 
confirmation of location. The Western and At- 
lantic Railroad Company took the prescribed 
preliminary measures, but upon their application 
to the Legislature, that bedy refused to sanction the 
location of their line. The company claimed that 
it was competent for them to proceed with the con- 
struction of their road, and condemn land, by vir- 
tue of the right acquired under their previous or- 
ganization, without further authority from the leg- 
islature, and an action was instituted for the pur- 
pose of testing their rights under the general law. 
This we believe is in the main a correct statement 
of the principles of the following case. 


At a Supreme Court, began and held at Mt. Ver- 
non, on the second Monday in November, in the 
year of our Lord one thousand eight hundred and 
filty one, to wit: on Monday, the 24th day ot No- 
vember, in the year of our Lord one thousand eight 
hundred and fifty one. 

Present Hon. Samuren H. Treat, Chief Justice. 

ye ‘* Joun D. Caron, Assistant “ 
Lyman Tromso, “ * 
Thos, J. Gillenwater, 


“ “ 


vs. 
Mississippi & Atlantic 
Railroad Company. 


On this day came again the said parties, and the 
court having dilligently examined and inspected, 
as well the record and proceedings aforesaid, as the 
matters and things therein assigned for error, and 
being now sufficiently advised of and concernin 
the premises, are of opinion, that in the record an 
proceedings aforesaid, and in the rendition of the- 


Error to Effingham. 
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judgment aforesaid, there is manifest error: there- 
fore it is considered by the court, that for that er- 
ror and others ia the tecord and proceedings alore- 
said, the judgitent of the Circuit Court in this be- 
half rendered, be reversed, annulled, set aside, and 
wholly for nothing esteemed, and that this cause be 
remaniied to the Circuit Court for such other and 
further proceedings as to Jaw and justice shall ap- 
pertain. The whole with the costs against the said 
defendants in error. 

The defendant in error is a‘ccompany formed vn- 
der the act of the fifth of November, 1849, provid- 
ing for a general system of railroad incorporations 
—and the question is, has it the right to condemn 
the right of way by proceeding under the 22d sec- 
tion of that act. The most ingenious arguments 
have failed to raise a doubt in our minds that the 
company does not possess the power. ‘That sec- 
tion provides that ‘any number of persons, not less 
than thirteen, intending to organize a corporation 
under this act, and every company that may here- 
after organize under this act, may present a peti- 
tion to the Legislature, stating the place from and 
to which they piopose to construct their road, and 
its location and route with reasonable certainty, or 
that they intend to run the said road on the most di- 
rect and eligible route between the points of termi- 
nus; and praying the Legislature to determine 
whether the construction of the said proposed road 
will be of sufficient public use to justify the taking 
of private property for the construction of the same. 
The section then proceeds to provide, that the leg- 
islature shall determine and decide by law that the 
road will be of sufficient utility to justify that, then 
such contpany a proceed in a particular man- 
ner therein prescribed, to acquire the rigkt of way, 
by paying the owner a just compensation therefor. 
It was insisted on the argument, that the provision 
requiring legislative sanction before the authority 
to condemn the right of way could be exercised, is 
applicable only to the association of thirteen per- 
sons who had not previously organized into a com- 
pany, and not to the company of twenty-five per- 
sons who had organized under the first section of 
thisact. The language of the law, however, is so 
explicit, as absolutely to forbid such a construction. 
It provides that thirteen or more persons “ intend- 
ing to organize,” and every company that may 
hereafter organize under this act, may present a 
petition, etc. 

Here are embraced with equal certainty, both 
classes of association. Both are allowed to present 
petitions, and one has no more authorithy to 
exercise the right to be conferred by future legisla- 
tures than the other. It was insisted by one of the 
counsel, that the word may, as here used, may be 
construed as imperative only upon the unorganized 
association of thirteen, while as to the organized 
company it is only permissive. 

But we can find nothing in the language of the 
law to sustain the suggestion. If the organized 
company was perfect without further grant of pow- 
er, their could have been no object in allowing 
them to apply for it. To introduce such an appli- 
cation would be worse than useless—a trouble to 
the company aud an idle waste of time to the legis- 
lature. The words which necessarily point to the 
organized company, could nothave been instituted 
tor so useiess a purpose. 

It is laid down asa rule that the word may means 
must or shail, only when public interest and right 
are concerned, and when the public, or third per- 
sons have a claim dejure that the power should be 
exercised. Schuyler Uo., vs. Mercer Co., 4 Gilman, 
20; Malcolm vs. Rogers 5 Cowan, 188. Certainly 
such is its position here. Both the public and the 
third persons over whose land the contemplated 
road may ran, have an interest in compelling the 
company to apply to the legislature to approve of 
the road, and find in favor ot its public utility, be- 
fore the power to force the right of way is exercised. 
It is admitted to be imperative as to one of its nom- 
inatives, and it is equally clear that it isso as to the 
other. The statute says, that aftera certain other 
act has been passed, the company may then pro- 
ceed to take private property for the use of its road. 
That is equivalent to saying that right shall not 
be exercised previous to such act. The right to 
take private property for public use, is one of the 

rerogatives of the sovereign power, and thus the 
legislature has, in language not to be mistaken, 


expressed its intention to reserve that power until 
it could judge for itself, whether the proposed road 
would be of sufficient public utility to justify the 
use of this high prerogative. [t did not intend to 
cast this power away to be gathered up and used by 
any one who might choose to exercise it. 

Some expressions used in the third and fourth di- 
visions of the twenty-first section were relied upon 
to show that no other legislation was contemplated 
to authorize an organized company to exercise the 
power. 

The third division of the 21st section authorizes 
the company to purchase and take by voluntary 
grants and donations, and by its servants to enter 
upon all such lands that mav be necessary for the 
construction of the road: “ Not until the compen- 
sation to be made therefor, as agreed upon by the 
parties, or ascertained as hereinafter described, be 
paid to the owner or owners thereof, or deposited as 
hereinafter directed, unless the consent of such 
owner be given to enter into possession.” By the 
fourth division, the company is authorized for the 
making of embankments, &c., to take land: “Ip 
the manner provided hereinafter, &c.” The differ- 
ent provisions of this statute, like those of all oth- 
ers, must be construed together. The general ex 
pression of one section must be restrained or limit- 
ed by the particular provision of another, when the 
manifest intent of the legislature requires it—and 
such is the case here. 

The land and right of way are to be acquired in 
the manner hereinafter prescribed: ‘That provision 
is made in the 22nd section, which authorizes i' 
only to be done after the legislature shall have de- 
cided the road to be of sufficient public utility to 
justify it. Until this has been done, it is manifest 
that the powers there specified, like many others 
provided tor in this act, are not to be exercised. 
They are powers specified and provided for, but not 
conferred. While in this incipient state, the com- 
pany is notin the condition tuexercise many of the 
powers specified in other parts of the act, and such 
is emphatically the case, as to the one claimed. 
The legislature as it would seem, out of abundant 
caution, and to leave no possible doubt, that it was 
its deliberate intention to reserve the right to itself 
—to judge of the public utility of the road, before 
authority be given to take private property for its 
use, concludes the 22nd section, with the following 
expressive declaration: 

‘*And the Legislature hereby reserves to itself 
the right to indicate the route and ¢ermini of said 
toads, and the same shall not be constructed or 
commenced, without the expressed sanction of the 
Legislature of this State, by a law to be passed 
hereafter.” 

This provision, it was insisted, should only be 
applied to the unorganized association, for the rea- 
son that the organized company would always have 
their road surveyed, and their route determined 
before an application is made to the Legislature.— 
But this is no more required of the organized, than 
the unorganized company. 

It is true that the former, in their articles of as- 
sociation must specify to a certain extent, the route 
and terminus of their proposed road; but in their 
applications to the Legislature, the same specifica- 
tions, in these respects, are to be made by both.— 
The objections apply as much to the one as the 
other. And we have no doubt that this concluding 
clause of the section is equally applicable to each, 
and that it applies to both. 

It was finally insisted under this construction of 
the law, that it would make those portions of it 
which deprive the company of the power to take 
private property, unconstitutional, for two reasons. 
First, the company have organized under the law, 
and have expended a large amount of money in 
making their maps, surveys and profiles—all of 
which will be an entire loss, it it is not permitted 
to make the road, which is, in effect, depriving 
them of their property, without just compensation. 
It is only necessary to answer that all this must 
have been foreseen when the enterprise was under- 
taken and the company formed, in case they should 
be unable to get a grant of necessary power. It 
may be a hard case, possibly, and aw unjust one; 
but of this, we know nothing, for with it we have 
nothingto do. It was further urged, with apparent 
sincerity, that that portion of the law, which with- 





holds the power claimed, is a violation of the Con- 





stitution, which enjoins upon the Legislature, “ To 
encourage internal improvements, by passing !ibe- 
ral general laws of incorporation for that purpose.” 
This is a Constitutional command to the Legisla- 
ture, as obligatory on it, as any other of the provi- 
sions of that instrument; but it is one which can 
not be enforced by the Court of Justice. 

It addresses itself to the Legislature alone, aid it 
is not for us to say whether it has obeyed the be- 
hest in its true spirit—whether the provisions of 
the law be liberal, and tend to encourage internal 
improvement, is a matter of opinion about which 
men may differ, and as we have no authority tore- 
verse Legislative action on the subject, it would 
not become us to express ourselves in relation to 
it. 
The law makes no provision for the construction 
of canals, turnpike roads, and yet, they are as 
much internal improvements as railroads; and we 
might as well be asked to extend what we might 
consider the liberal provision of the law to them, 
because they are embraced in the constitutional 
provision, as to ask us to disregard such provisions 
as we might consider illibera). The argument 
proceeds upon the idea that we should consider that 
done which ought to be done. But that principle 
has no application here. Like Jaws upon other 
subjects within Legislative jurisdiction, it is forthe 
Court to say what the law is, pot what the law 
should be. 

The judgment of the Circuit Court is reversed. 

I, Finney D. Preston, Clerk of the Supreme 
Court, within and for the First Grand Judicial Di- 
vision, of Illinois, do hereby certify that the fore- 
going is a true and correct copy ot the final order 
and opinion, in the before styled cause, as appears 
of record in my office. 

In testimony, wsseof, I have hereunto set my 

hand, and affixed the seal of my said oi- 

{L. S.] fice, at Mount Vernon, the 26th day of 
May, a. p. 1852. 

Finney D. Preston, Clerk 
Supreme Court. 


Pennsylvania Railroad. 

This company are about to effect a loan with 
which to complete this work, based upon a mort- 
gage of the road. The whole amount of the loan 
is limited to $5,000,000, of which only $3,000,000 
are now offered, and is reimbursable on the 31st of 
December, 1880. The bonds have coupons at- 
tached, and are convertible into the stock of the 
company at any time previous to Dec. 31, 1860. 

We copy the portions of the company’s circovlar, 
showing the financial condition of the company and 
the general characteristics of the road, 


The cost of the whole railroad, including its 
exuipment, is estimated at $12,500,000. ‘The whole 
amount that will be obtained from the present sub- 
scriptions to the capital stock of the company, will 
not be less than $9,750,000, which leaves the am’t 
required to complete and equip the road $2,750,000, 
which is less than the sum proposed to be raised at 
present by a loan—giving an ample margin: for 
contingencies or the extension of the double track. 

The expenditure of this sum, in addition to the 
amount due on stock subscriptions, will present an 
outlay of $12,750,000, upon contracts executed at 
unusually low prices, to secure a Joan of only three 
millions, 

No debt has heretofore been incurred by the com~ 
any, and its capital stock is being continually en- 
arged by new subscriptions, The amount now 

paid in is $9,417,895. 

This broad basis—together with the large re- 
ceipts from the basiness of the road in its unfin- 
ished conditiea—gives to this loan claims upon the 
consideration of capitalists, that are not surpassed, 
if equalled, by those of any other railroad company 
in the Union—and places it, as a safe investment, 
among the first class government securities. 

The following brief description ot the railway, — 
its characteristics, and the progress of the different: 
Jines that are to connect it with every important 
place in the great west, will satisiv all who desire 
an investment, where the redurns will be 
and the principal entirely secure, that this loan will 
meet ali their requirements. It is based upon an 
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i vement which occupies not only the shortest 
a route between the Mississippi valley and 
all ot the important Atlantic markets, but also ¢ne 
that commands the local travel of the populous re- 
gion traversed, without a competitor. These ad- 
vantages are secured to it both by the length of the 
road and the unbroken mountain barriers, which 
stretch on the north to the Susquehanna and on the 
south to the Potomac rivers. 

The railway was commenced in July, 1817, and 
will be completed, with a single track and sidings, 
ion August or Sepiember, 1853. It willextend from 
Harrisburg to Pittsburgh, connecting the Ohio 
river with the capital of the State, and, by means 
of the railroads already finished on the east, with 
Philadelphia—the second city in poiat of popula- 
tion on the western continent, and fist in the natu- 
ral resources of the country tributary to it. 

The length of the Pennsy!vania railroad will be 
248 miles, of which 191 miles are now in success- 
ful operation. The whole of the remaining dis- 
tance is under contract, and rapidly advancing to- 
wards completion; 18 miles mure will be opencd 
in July, and the remainder--except that portion 
crossing the Allegheny mountains, where the Por- 
tage railroad is teinporari'y used for 283 miles—in 
September or October next. 

he route of this road, a'though it intersects ia 
its course all of the mountain ranges of the State, 
is highly favorable. The allegheny mountain is 
the only one not severed to its base by either the 
Susquehanna, Juniata, or Conemaugh rivers, the 
valleys ot which are followed by the railroad thro’ 
the great gateways which nature has opened for its 
accommodation. 

“The crest of the Allegheny mountain is passed 
by a tunnel 3,570 feet long, and at an elevation of 
2,161 feet above tide water. Nv stationary power 
is required on any part of the railroad. The dis- 
tance from Ha‘risburg to Altoona, at the foot of the 
eastern slope of the mountain, is 131 miles, and the 
ascent overcome 858 fect. ‘I'he steepest ascending 
gradient on this part of the road, passing east ward- 
ly, is 104 feet per mile, and westwardly 21 feet per 
mile. From Altoona to Pittsburg, the steepest gra- | 
dient is 52 8-10 feet per mile, with the exception of 
9% miles of the eastern slope of the mountain, where 
an ascent is encountered of 95 feet per mile, (re- 
duced upou curves according tu their radii)—upon 
which extra locomotive power will be employed. 

The Baltimore and Ohio railroad overcomes this 
mountain by a maximum gradient, 15 miles in 
length, of 116 feet per mile, and descends upon the 
west side, at the same rate, for8 miles. it also 
overcomes Laurel Hill, which is avoided on this 
route, by a tunnel 4,200 feet long, with gradients on 
each side of 105 feet per mile. 

The Pennsylvania railroad is graded for a double 
track in all the tunnels and rock cuttings, and much 
of the earth work The masonry, in all cases, is 
constructed with the same object. 

The superstructure is of the most substantial 
character. The cross ties of white oak, 8 by 8 
inches, 8} feet long, placed 2} feet apart, are im- 
bedded in ballast of broken stone, twenty inches in 
depth. The rails weigh 64 lbs. per yard, except on 
the steep gradient ascending the Allegheny moun- 
tain, where 76 lb. rails are to be used. The build- 
ings are commodious and substantial. From Al 
toona to Pittsburg, 117 miles, there are only two 
wooden bridges, each of about 100 feet span; all 
the others being constructed of stone or iron. The 
road and its appurtenances throughout will com- 
pare favorably with any work of the kind in Am- 
erica, While very little has been expended in un- 
necessary ornament, nothing has been spared to se- 
cure substantial excellence. 

Bituminous coal abounds on the western part of 
the road, from Pittsburg to the summit of the Al- 
legheny mountain, a distance of 105 miles; the 
road passing in this distance through numerous 
veins, varying from 4 to 13 feet in thickness. The 
extensive coal field at Broad Top Mountain, is 
within 15 miles of the road, at a point 158 miles 
east of Pittsburg, and 90 west of Harrisburg. This 
is the nearest bituminous coal to tide-water in the 
United States. While in the valley of the Susque- 
hanna, the line of the road is in the immediate vi- 
cinity of the Anthracite coal region. 

At Harrisburg, commences the Harrisburg and 
t railroad, 36 miles long, now leased and 





woiked by the Pennsylvania railroad company.— 
This road intersects the Columbia railroad at Lan- 
caster, completing the railroad communication to 
the city of Philadelphia. The distance from Har 
risburg to Philadelphia is 106 miles, but improve- 
ments are now in progress upon the Columbia rail- 
road which will save about 4 miles, making the 
wile distance from Pittsburg to Philadelphia 350 
miles. 

At Harrisburg the line of railroads leading to the 
cities of Baltimore and Washington also com- 
mence. The distance from Harrisburg to Balti- 
more is 85 miles, and from Pittsburg to Baltimore, 
by this route, 333 miles. 

The above Eastern and Southern connections are 
completed. 

The following statement will exhibit the receipts 
of the company since the commencemeat of the 
present fiseal year. 
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New Jersey Central Railroad. 

The Central railroad of New Jersey is now about 
being opened to aston, and the directors beg leave 
to lay before the stockholders, at the close of the 
fifth year of its corporate existence, a full statement 
of its past history, present condition, future pros- 
pects, probable cust and financial condition. 

Route and Proposed Connections. 

Attention was early called to the subject of a di- 
rect railroad communication across New Jersey, to 
connect the city of New York with the rich mine- 
ral and agricultural regions of Pennsylvania. The 
difficulties of construction had deterred rival enter- 
prises trom being undertaken, and the regions in 
question remained cut off from an eastern outlet, 
and with scanty and insuflicient communications 
even with the south and west of their own State.— 
The object of this company is to supply this east- 
ern outlet, and at the same time to give to the west- 
ern counties of New Jersey aconnection with their 
natural market. 

The ronte selected is by ferry from New York to 
Klizabethport, on Staten Island Sound, 12 miles, 
where the requisite grounds for depots, shops, coal- 
yards, etc., have been procured, at reasonable rates. 
from this point the road passes, with few devia- 
tions from a straight line, and for half the distance 
over a singularly favorable country, through the 
thriving towns and villages of Elizabethtown, 
Westfield, Plainfield, Bound Brook, Somerville, 
Clinton, New Hampton, Asbury and Bloomsbury 
to Phillipsburg, opposite Easton, at the junction 
of the Lehigh river with the Delaware. The length 
of road is 63 miles; making the distance from New 
York to Easton 75 miles, 

Here the charter terminates; but that of the De- 
laware, Lehigh, Schuyikill and Susquehanna rail- 
road authorizes the bridging of the Delaware at 
this point, and the construction of a railrcad ina 
direct line up the Lehigh valley, 40 miles, to Par- 
ryville, where a connection will be made with the 
Beaver Meadow railroad, 17 miles long, leading to 
the Lehigh coal fields. The directors of the Lehigh 
road, expect to have it under contract within a year, 
and completed within 18 months. The distance 
trom New York to these mines will then be reduced 
to 128 miles. 

The extension of the Lehigh road from Parryville 
to Tamaqua, 20 mites; the reconstruction of the 
Catawissa railroad, from this point to Catawissa, 
42 miles; the building of the remainder of the road, 
trom Catawissa tc Williamsport, 45 miles; and the 
building of the Sunbury and Erie railroad, from 
Williamsport to Erie, 240 miles; the whole of 
which enterprises appear now reasonably certain 
to be speedily compieted; will give an additional 
length of road 347 miles; and a line will then ex- 
tend from New York to Erie, on Lake Erie, 462 
miles, in a direct course, and with most favorable 
grades. 

From Allentown, on the line of tae Lehigh rail- 








road, 17 miles from Easton, a connection is propo- 
sed through one of several channels, withthe Penn- 
sylvania Central railroad, at or near Harrisburgh ; 
which will bring the Schuylkill coal fields within 
125 miles of New York, and open the mos: direct 
communication with Pittsburg and the railroads of 
Ohio, Distance from New York to Pittsburg, 423 
miles. The semi-bituminous Dauphin coal will 
also avail itself of this opening as the cheapest ave- 
nue to an eastern market. 

From your road at New Hampton, 59 miles from 
New York, the Warren railroad, uniting with the 
Cobb’s Gap railroad, will diverge to the north, 
through the Delaware Water Gap, 66 miles, to 
Scranton in the heart of the Lackawanna coal 
fields; reducing the distance from New York to 
those mines to 125 miles! Thus the three great 
rival coal-beds will all be brought within about 125 
miles, respectively, of the city, by routes whose 
favorable grades will enable them to transport coal 
at very low rates. This distance cannot be mate- 
tially shortened, as itis ineach case little over that 
ofa straight line. 

From Scranton, the Lackawanna and Western 
railroad is in operation to Binghamton, 62 miles; 
trout that point the Syracuse and Binghamton rail- 
road is surveyed to Syracuse, 75 miles; and trom 
thence to Oswego, 35 miles, ine Oswego and Syra- 
cuse railroad is in operation ; making the distance 
from New York to Lake Oatario, by this line, only 
297 miles ! 

In the above sketch, reference is made to the 
points of more public interest, namely, the coal 
fields, and the contemplated line of through traffic. 
or the prosperity of the company, the directors 
look fully as much to the wealthy, fertile and ma- 
nufacturing counties of New Jersey traversed by 
the road; to the immense water-power of Belvi- 
dere; to the manufactories established and to be 
established at Elizabethport and Raritan; to the 
rapid increase of Plainfield, Westfiela, and other 
villages on the lower end of the line, to which num- 
hers now remove in the summer with their fami- 
lies; and to the business of Easton, the terminusof 
the road, one of the most prosperous towns in 
Pennsylvania, and a great depot for coal, lumber, 
iron, ete. These and other branches of local busi- 
ness, which no competition can take away, they 
propose to foster, by a liberal system of rates for 
passengers, commutations, and freight. 

It will give some idea of the magnitude of the 
business done at Kaston, (a place the existence of 
which was hardly known in New York until very 
recently,) to state that there are, within three miles 
of that place, 18 merchant and grist mills, 6 saw 
mills, 3 oil mills, 3 tanneries, 5 foundries, 7 distil- 
leries, 1 planing mill, 1 rolling mill and wire tac- 
tory, 3 large blast furnaces, 2 cotton factories, and 
other smaller factories all in successful operation. 
At South Easton there is a vast water-power suf- 
ficient to greatly increase the number of manufac- 
tories; besides which the Lehigh has a fall of two 
hundred feet between the Lehigh Water Gap and 
Easton, a distance of twenty-five miles, which 
would admit of any additional water power, that 
might be required. ‘Tne surrounding country is 
remarkable for the exquisite beauty of its natural 
scenery, and its uncommon healthiness, as well as 
for its exceeding fertility and great advantages for 
trade and business. The excess of flour over and 
above the home consumption, that is sent to mar- 
ket annually from Easton and its vicinity, exceeds 
110,000 barrels, and 50,000 barrels of corn meal.— 
At Easton alone, there were manufactured, the past 
year. 90.000 barrels of flour, 14,000 barrels of whis- 
key, 3,000 tons of pig metal, and 800 tons refined 
iron; and in Northampton and Lehigh counties, 
200,000 barrels of flour, and 18,000 barrels of corn 
meal. Immense deposits of the finest kinds of iron 
ore have been found, both in the neighboring hills 
and under the most valuable farms, and no section 
of the United States seems to be more favorably 
adapted to the successful.manufacture of iron. In 
proof of this it is only necessary to name the Crane 
Works, at Catasauqua; the Lehigh Works, at 
Allentown; the Glendon Works, the South Easton 
Works, the Durham Works and Cooper’s Works 
all within a few miles of Easton, In short, the po- 
sition of Easton is so favorable, and its present 
growth so rapid, that nothing but the opening of 
the present avenue to the East appears to be want- 
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ing to enable it to take a position among the large 
inland cities. 


Surveys, Grades, and Curves. 


Surveys were made, at various periods, of the 
different routes proposed ; and the final surveys and 
location were made, with great care, by James 
Laurie, Esq. No expense has been spared to make 
it a first class road, suitable for the economical 
transportation of the large business that is expected 
to be done over it. 

On the portion of the road from Elizabethport to 
Somerville, which came to the company by pur- 
chase, the work was originally very light and the 
grades were without difficulty kept very low. In 
one case, near Scotch Plains, a grade of 40 feet to 
the mile, coming East was left in the original con- 
struction, which it is proposed to take out at an 
early period, as it is the only heavy grade on the 
whole line. The road consists, principally o! 
straight lines, with curves of large radius. Many 
improvements will be made whenever a second 
track is required. 

The same character of road, namely, straight 
lines, easy curves, and grades of not more than 20 
feet to the mile, coming east, was preserved in the 
part from Somerville to Whitehouse built by this 
company in 1848; though with greater expense, as 
the country was more rolling. 

The remainder of the road now under contract, 
presents great natural difficulties; as the country is 
crossed by several ranges of hills, running north 
and south. Notwithstanding these obstacles, the 
road, as construct-d, has no grade over 21 feet to 
the mile, coming east, and none but easy curves. 
The cuttings and fillings are very heavy; as may 
be judged, when it is stated that 1,660,000 cubic 
yards of earth or rock, will have been moved, and 
about 50,000 cubic yards of masonry built, on 28 
miles of road. The item of masonry includes four 
river bridges of great height, the one over the 
South Branch being 1,280 feet long and 98 feet high. 
Fortunately, a part of the work, more particularly 
along the Musconetcong range, was of a very light 
character, which hasassisted in reducing the aver- 
age cost. 

History of the Company. 

The company was incorporated in February, 
1847, under the name of the Somerville and Easton 
railroad company. 

In February, 1549, by a supplement to its charter, 
it was authorized to purchase the railroad, which, 
under another charter, had been constructed from 
Elizabethport to Somerville, and the corporate 
name was changed to the Central railroad compa- 
ny of New Jersey by which name it is now 
known, 

Under the provisions of this supplement—after a 
full examination of the books, and a careful valu- 
ation of the road and its appurtenances~a propo- 
sition for a consolidation was made, and ratified by 
the respective stockholders. By thisagreement the 
stockholders of the central railroad company be- 
came the owners of the railroad from Somerville 
to Elizabethport, relaid with a heavy H rail; ofa 
permanent interest in the ferry to New York, and 
of all the other assets of the old company. Pursu- 
antto this arrangertent the company has the con- 
trol of the whole line from. Easton to the city of 
New York. 

Under the original charter, 94 miles of road, 
from Somerville to Whitehouse, had been previous- 
ly built, at a cost when opened for travel, of $236,- 
460 69. 


From the time of the above purchase, in April, 
1849, to the present time the consolidated line trom 
New York to Whitehouse, has been operated with 
great success. 

The attention of the board was then turned to the 
completion of the road to Easton; but for some 
time without success, as the expense was great. 
and they were determined not to move in the mat- 
ter until the whole of the requisite funds were se- 
cured, and all possibility of embarrasment avoided. 
The favorable money market of 1850 enabled them 
to close a contract, in July of that year, with 
Messrs. Boody, Ross & Co., for the whole grading 
masonry, bridging, and superstructure, of the ex- 
tension. 

The fifteenth section of the Charter is as follows: 

“And be it enacted, That the said corporation 











shall have power to borrow such sum or sums of 
money from time to time, as shall be necessary to 
build, construct or repair said road, and furnish the 
said corporation with all the necessary engines and 
machinery, for the use and objects of the said com- 
pany, and to secure the payment thereof by bond 
and mortgage, or otherwise, on the said road, lands, 
privileges, franchises and appurtenances of, or be- 
longing to said corporation, ata rate of interest not 
exceeding seven per cent per annum.” 

By virtue of this section, 1,500 bonds, of $1,000 
each, were created, bearing interest at seven per 
cent per annum, payable semi-annually in the city 
of New York; the principal of 500 bonds payable 
at the same place, on the Ist August 1860, of 500 
on the Ist August 1865, and the remaining 500 on 
the Ist August 1870; the whole secured by a mort- 
gage of the road and franchises to James Boorman 
and John C. Green, as trustees for the bondholders. 

_The contract was signed in the early part of July 
1850, and the work was commenced on the 16th 
Sept., in the same year. It is expected that the 
section of the road from Whitehouse to Clinton 
will be opened on the Ist May, and no disappoint- 
ment is anticipated in opening the entire road to 
Easton on the Ist July, as the work is well ad- 
vanced on all the sections except two, and on those 
night forces are employed. 

Financial Condition. 

The capital of the company is $1,200,000, divi- 
ded into shares of $5@ each; with liberty to in- 
crease to $2,000,000. Of this $954,000 has been 
paid. The remainder of the stock has been reas- 
signed or forfeited to the company, Interest at the 
rate of seven per cent per annum has been paid on 
the stock, in stock, the whole of the earnings of the 
47 miles in operation being applied to the con- 
struction of the remaining 28 miles, and the pur- 
chase of enginesand cars. The balance of inter- 
est on stock, bonds, &c., not covered by earnings 
amounts at present to $71,114 60. This balance 
will be charged as part of the cost of the extension, 
whenever the construction accounts are ready for 
closing. 

The policy of the company will be to divide in 
stock the net earnings of the road, until the capital 
of the company is full, and all the floating debt ex- 
tinguished. 

The directors now submit a statement of the pre- 
sent condition of the company, as shown on the bal- 
iancing of their books on the 3lst March, 1852. 
Centra R. R.Co.or N.J. Statement April 1, 1852. 
CDI SUOCI oa. 5 vias once cone cecenss eee en 
Central mortgage bonds, due 1860.... 315,000 00 

“ “ " * —1865.... 400,000 00 
* 1870.... 400,000 00 


ce ce “ 


Somerville mortgage bonds.......... 39,000 00 
Somerville bonds payable............ 101,000 00 
Bills payable ..<< cece cecccccccscoscs TUG TT 
Balances of sundry accounts......... 6,684 14 








$2,273,394 89 
Floating Debt, and Means of Liquidation. 

Of the mortgage bonds, $1,115,000 have been is- 
sued; and the company have on hand $385,000. 
The estimated payments to the contractors will ab- 
sorb $256,000 of these, and leave $129,000 appli- 
cable to other purposes. 

The present debts other than bonds, as 

shown by the statements are 
Estimate for station houses, engines, 

cars, improvements. and sundries, 

(omitting the contractors and interest).191,431 50 


255,826 39 


$64,391 89 


eee wees 





Deduct bonds applicable...... $129,600 
Deduct estimated ear- 
TIDE i ccicctsigces $213,000 
Less interest on bonds, 
ClSivccese wee sees eee 126,000 . 
7,000 
-———216,000 00 
Balance unprovided for........ +++. ++.$39,826 39 


As most of the indebtedness will have twelve 
months to run, and the credit of the company is 
good, the directors anticipate no difficuity in pay- 
ing the claims as they acrue, or in extending them 
for short periods, to suit the receipts. 

In conclusiop, the directors have much pleasure 





— 
in assuring the stockholders that, although the cost . 
of the road has been more than was anti be- 
fore full estimates were made, and the difficulty in 

starting the extension was very great, yet. the fi- 

nancial cendition of the company is easy, the road 

well built and judiciously located, and after the 

road is opened to Easton, on the Ist day of July 

next, ihe business bids fair to surpass the most san- 

guine anticipations, 

Whenever the several enterprises which have 
been briefly alluded to, shall be carried out, for 
which the present easy money market affords eve 
facilixy, the Central railroad of New Jersey will 
assume a prominent position among the important 
avenues which radiate from the city of New York, 

By order ofthe board, 

Joun T. Jounscn, President. 


South Carolina. 
EXHIBIT OF THE GREENVILLE AND COLUMBIA RAIL- 
ROAD COMPANY. 


The Greenville and Columbia railroad company 
was chartered by the legislature of South Carolina 
in 1845. By the charter the capital was declared 
to be one million of dollars, or ten thousand shares 
of $100 each. This charter was found not to suit 
the public expectations, and in December 1846, it 
was amended so as to make the shares $20 each, 
and to increase the number of shares to 50,000. 
The amendment gave the stockholders the privi- 
lege of working out one-half of their stock in the 
construction of the road. The amendment directed 
the road to run from Columbia to Newbury, and 
thence by any route which the stockholders might 
fix upon to Greenville. In May, 1847, the compa- 
ny was organized, and the undersigned was placed 
at its head. Soon after lines of survey Were ron 
trom Columbia via Newbury and Laurens to 
Greenville, and also from Newbury through Abbe- 
ville and Anderson to Greenville. 

The stockholders, at their annual meeting’ in 
November 1847, located the road from Columbia 
up the Broad valley, on its N. E. bank, to Alston, 
thence by Pomaria, Prosperity, Newbury court- 
house, Silverstreet, Chappel’s bridge, Dyson’s (them 
crossing the Saluda) Ninety-six, Greenwood, 
Cokesbury, Grier’s, Belton to Anderson courthouse; 
and thence to Greenville. 

This excluded Laurens, and as the subscription 
of that district was conditional, the stockholders 
of that district withdrew. Great discontent was 
manifasted by the Greenville stockholders, so much 
so, that they for the time refused to pay their sub- 
scriptions. 

Notwithstanding these difficulties in the begin- 
ning, the road was located in January, 1848, for 
16 miles along the valley of Broad river to Little- 
ton, and contracts were let cut, and the work begun. 
By the annual meeting in May, the work was in 
progress, and the stockholders, with the exception 
of the Greenville stockholders, began to pay their 
stock, under calls of one-twentieth, at the end of 
every sixty days, (the first instalment was paid at 
the subscription). In July of that year the line 





\from Littleton to Anderson, 108 miles, was put un~ 


der contract, the stockholders from Broad river to 
Anderson, 98 miles, taking the conttacts, and in 
most instances, thus paying one-half of their stock 
in work. In 1848, December, the legislature subs 
scribed one-half of the bonds of the South Carolina 
railroad company, $272,949 74 to the stock of the 
company, for which scrip has been issued,to, the 
state, but the state has no vote, nor any direction 
in the company. In 1849, September, the laying 
of the track was begun at Columbia. In Oct,.of 
that year, a reconciliation with the stockholders of 
Greenville was effected, and they returned with an 
increased subscription on the part of themselves, 
and the people of Buncombe and Henderson, North 
Carolina, amounting to $180,000. One citizen of 
Greenville, Vardry McBee, subscribed $50,000, 
At the same meeting oi stockholders a branch to 
Abbeville court-house was agreed on, and addition- 
al stockholders to the amount of $75,000 were re- 
ceived. The location of 1847 was altered so.as to 
run to Anderson from Dr. Brown’s (now Belton) 
and from the same place hy Williamston toGreen- 
ville. and application for an amendment of the 
charter was directed tobe made. The charter was 
accordingly amended, increasing the stock to $2,- 
000,000, whenever the company should think prop- 
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er, and sanctioning the branch to Abbeville, and 
the change of location. By the same act the legis- 
lature authorized a further subscription on the part 
of the state of $75,000 in the stock of the South 
Carolina railroad company, when ‘the grading to 
Abbeville and Greenville should be completed. 
The grading of the Abbeville branch, fourteen 
miles, was immediately undertaken, and will be 
completed by the Ist of August next. The grading 
< the extension to Greenville will be completed in 

1 "82. 

There has been paid in on the capital stock of 
the company $1,004,231 97. The company have 
contracted debts to the amount of $253,026 39, this 
makes an aggregate ot $1,257,258 36. They have 
lald out for the construction of their road, timber, 
iron, right of way, depots, workshops, land and 
rolling stock $1,183,269 76, they still have on hand 
ot stock received in the South Carolina railroad, 
bonds and Columbia bonds $74,000. This added 
to their expenditure makes $1,257,258 36. ‘They 
will have the furthersum of $75,000 in the stock of 
the South Carolina railroad company on complet- 
ing the grading to Abbeville and Greenville, they 
also will have $193,768 03 of stock not yet paid in, 
these means will pay all the debts of the company 
and leave a surplus of $89,741 69 towards the com- 
pletion of the road, which will require $214,730 98, 
and will thus leave a defieiency of $124,989 24 to 
be provided for beyond present available assets. 

The road was completed and /n operation on the 
Ist of June, 78 miles. It produced an income for 
the months of January, February, March, and 
April of $40,470 66, an average of more than $10,- 

per month. The income of May was not pre- 
cisely ascertained! when I left (1st June), but it was 
equal to, if not more, than any of the previous 
months. The average expense of the road is about 
one-half of the gross profits. 

Thirty miles of wooden superstructure are laid 
and ready for the iron, beyond the point of comple- 
tion. ‘The entire length of the road and its branch- 
es is 164 miles, 156 of which are graded. We have 
iron which has been paid for and in our possession 
for 49 miles beyond our present compietion, we 
have fourteen miles of iron now delivering, and 
twenty-six miles more contracted for, which have 
yet to be paid. A little more than half ol the road 
will be laid with the T iron, weighing 50 lbs per 
yard, thirty-six miles with the flange iron, weigh- 
ing 25 Ibs., and the balance with the Charlotte pat- 
tern, weighing 36 lbs per yard. 

The company has seven locomotive engines, 
costing $51,385 27, three sets of passenger and 
baggage cars, and 110 freight cars, costing $74,- 
944 48, they have workshops and machinery cost- 
ing $22,874 42, they have real estate, depots and 
water stations costing $36,578 47, so that indepen- 
dent of the road itself, the company has in other 
property $185,783 64. 

he company, attheir last July meeting, author- 
ized $150, of bonds to be issued. This has been 
accordingly done, and I now, out of that issue offer 
$20,000, bearing 7 per cent interest, payable hall 
yearly on coupons at any bank in New York, Ist 
July, and Ist January. ‘The bonds are redeemable 
in ten yeurs. The principal will be paid where the 
interest is payable. A further issue of $150,000 
will probably be issued after the 14th of July next. 
I desire proposals for that sum. 

The charter authorizes the company to assess the 
stockholders 20 per cent on their capital, to complete 
the road. It may be asked why this is not done ? 
The answer is, we prefer to borrow, because we 
believe, with the income of the road and our other 
means, we can repay without assessing. The road 
will be entirely finished by Ist of April, 1853. 

The road runs through the richest agricultural 
= of South Carolina, it traverses the western 

rder of Richland and Fairfield, it passes over the 
N., E. corner of Lexington, and traverses Newbury 
from north-east to south-west, it passes over the 
north-western angle of Edgefield, traverses Abbe- 
ville, Anderson, and Greenville. Much of the trade 
of Spartanburgh, Union, and part of Chester finds 
its mp4 over it. Laurens has a railroad connecting 
with the G. R. R. at Helena, one and a-half miles 
from Newbury. The Spartanburgh and Union 
oe is to unite with the G. and C. railroad at 

ston. 


The fature probable business of the road may be 





judged of as follows :—108,000 bags of cotton will 
annually pass over it, which will equal $108,000, 
flour and other products, and stock will ap roach 
half as much, say $54,000, the up freight, or freight 
on merchandize will amount to at least $100,000, 
passengers, mails, &c., will equal at least $60,000 
—equal to $322,000—put the expenses of the road 
at one-half, $161,000, it leaves a net profit of $161, 
000, on a capital of $1,546 991 34, the entire cost of 
the whole roed, its branenes and outfit. This, it 
will be seen is greatly beyond 7 per c2nt. 

This is no exaggerated statement, for | speak 
from certain and ascertained data. The present 
prospect is, that from Anderson, South Carolina, the 
road will proceed to pass through the Rabun Gap 
in Georgia, aud connect with the Highwassee R. 
R. leading to Knoxville, and then by the Charter 
to be extended through Tennessee and Kentucky 
to Louisville. The connection through the Rabun 
Gap will also unite with the Chattanoga and Nash- 
ville R. R. so that by this connection the trade and 
travel of the south-west will pass down and up the 
G. & C. R. R. greatly enhancing its means. 

Joun Betton O’NeEat, 
President G. G& C. R. R. Co. 

New York, 12th June, 1852. 

AN EXHIBIT OF THE CONDITION OF THE GREENVILLE 
AND COLUMBIA RAILROAD COMPANY. 
Total length of road from Columbia to 

Greenville C. H., when completed, in- 

clusive of two branches to Abbeville 

and Anderson Court Houses......... 164 miles. 
Length of road, grading completed..... 66 6C* 
Length of road upon which the timber 

track is laid, inclusive of 80 miles in 

DROIT i cvuisacs san eviscosscansseae « ~“ 
Length of road now in operation....... 80“ 

Probable date of the completion of the road, Ist 
April, 1853. 

Estimated cost of whole road 


“ 


$1,352,991 34 
194,000 00 


RE er 


$1,546,991 34 
Outfit in use—7 locomotive engines; 3 sets pas- 
senger and baggage cars ; 110 freight cars. 
Receipts from capital stock........ $1,004,231 97 
Receipts from company’s bondsissued 
errr rer 
Receipts from company’s bonds issued 
at ten years— 
MEORNONE cikek bs aber seuseecpae 
Receipts trom bills payable......... 
ef interest account...... 
Amount capital stock unpaid....... 
Deficiency of amount, estimated cost 
of road and outfit 


41,171 00 


76,500 00 
129,220 57 
6,136 82 
193,768 03 


95,962 95 
$1,546,991 34 

EXPENDITURES, 
For engineering and bureau expenses. $68,142 54 


ee Re ror re 358,243 81 


SR RANG 5 i55 ckes secs oon. 000s o6ese SOS OO 
Timber, spikes, chairs and track lay- 


eee ee wees reeeses 


IGG 0.00 os nb sone neve tose cee cces ce 159,727 51 
Trestle work, bridging and masonry.. 104,647 25 
Real estate, depots and water stattons. 36,578 47 
Work shops and machinery.......... 22.874 22 
Right of way and incidentals......... 8,618 41 


Locomotive engines 51,385 27 
Passenger and freight cars..74,944 48 
——_ 126,329 75 


Assets S. Carolina railroad 
bonds 44,000 00 
Do. town of Columbia bonds.30,000 00 


ee ee ee ee ey 


74,000 00 
State subscription, payable on comple- 
tion of road to Abbeville and Green- 
ville 75,000 00 
Balance to complete road and outfit... 214,730 98 


$1,546,991 34 








Illinois. 

The Illinois Central railroad company have 
made a further purchase of forty thousand tons of 
rails at a low figure, one half cash and one half 
bonds, at par. This makes fifty thousand tons pur- 
chased, about two-thirds of the entire amount need- 
ed to iron the road, 


Massachusetts. 

Boston and Worcester Railroad.—This road was 
incorporated in 1831, and opened throughout July 
4th, 1835. Its length, including branches, is sixty- 
nine miles, of which, forty-five miles has a double 
track. The cost of the road January 1, 1852, was 
$4,862,700. 

The following table has been compiled for the 
Boston Courier by George A. Foxcroft, Esq., ex- 
hibiting the operations of the road during the last 
ten years; its cost, and the market price of the 
stock, at the beginning of each year. The item of 


“interest” is deducted from the receipts and ex- 
penses: 
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Croton Aqueduct, 

The length of the Croton Aqueduct, from the 
Creton river to the distributing reservoir, is 40} 
miles, Its width is 7 feet 54inches, and its height 
8 feet 54 inches. It has an uniform descent of 134 
iuches to the mile. 

The daily supply of water now delivered in the 
city is about 30,000,000 uf gallons. The supply is 
limited to this quantity from the use of iron pipes 
across the high bridge. Only two pipes of 3 feet 
bore, each, are yetlaid down. The average depth 
of the flow of water in the aqueduct will not exceed 
4feet. The rapidity of the current is about one and 
three fourth miles per hour. 

The supply of water in the Croton river may be 
increased by the use of dams, sufficient to meet the 
wants of any city in the world. To introduce a 
larger quantity into the aqueduct it would become 
necessary to throw up additional embankments to 
protect and strengthen the walls. By filling the 
aqueduct, the flow of water would be increased to 
two miles the hour. In such case, the capacity of 
the aqueduct would be increased to 100,000,000 
gallons per day, or three times its present amount. 
To effect this result it will probably become neces- 
sary to carry the aqueduct over the high bridge, 
and dispense with the use of pipes altogether. It 
will thus be seen that although the use of water at 
the present time equals the supply, the aqueduct 
may, without grea’. ‘nereased expense, be made 
to more than doubi« the quantity now delivered, 
yielding a daily supply of 100,000,000, gallons equal 
to the legitimate wants of 2,000,000 people. 
Measures are also in progress for the construc- 





tion of a new receiving reservoir to embrace an 
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area of 100 acres, having an average depth of 
about 35 feet. The present receiving reservoir 
contains an area of 35 acres, so that the two to- 
gether will form a lake of 135 acres, and which 
will contain a supply of water equal to the wants 
of the city for many weeks at a time, 





Receipts of Produce at Tide- Water, 
The quantity of Flour, Wheat, Corn and Barley 
lett at tide-water, during the fourth week in May, 
in the years 1851 and 1852, is as follows: 


Flour, bbls. Wheat, bu. Corn, bu. Barley, bu 
1851.... 118,989 68,614 262.550 8,233 
1852.... 126,088 94,721 288,485 9,716 


Inc... 7,099 Inc.26,107 Inc.25,935 Inc..1,483 

By reducing the wheat to flour, the quantity of 
the latter left at tide water this year, compared with 
the corresponding period of last year, shows a de- 
crease of 204,983 barrels of flour. 

The following table shows the quantity of some 
of the principal articles of produce left at tide-water 
from the commencement of navigation to 7th June, 
inclusive, during the years 1850, 47 days; 1851, 54 
days; 1852, 47 days :— 








1850. 1851. 1852. 
Canal open April 22. April15. April 20. 
Flour, bbls........ 449,574 859,803 598,449 
Wheat, bush...... 140,018 395,790 677,947 
Corn, do........ 620,337 2,012,403 1,149,250 
Barley, do........ 108,314 94,504 70,576 
Rye, do........ 99,634 54,537 80,395 
Other grains, bush. 382,777 811,554 606,392 
Beef, bbls......... 23,181 23,478 15,531 
Pork, do.. .... +. 38 220 38 007 40,362 
Ashes, do......... 13,823 10.851 9.813 
Butter, Ibs........ 276,264 520,052 83,303 
Lard, do.... ....4,627.826 8,581,250 4,345,087 
Cheese, do........1,662,663 750,321 440,670 
Wool, do........ 452,925 330,416 142,023 
Bacon, do....... 5,214,242 7,029,840 4,127,856 

Ohio. 


Dayton and Greenville Railway.—Mr. E. B. 
Taylor, the president of this just finished road, call- 
ed upon us yesterday, and informed us that the 
opening train will pass over the road to-morrow. 
The cars will leave Dayton for Greenville imme- 
diately after the arrival of the morning cars from 
Cincinnati. We do not know what arrangements 
have been made for celebrating an event of so 
much importance to this part of the country, but 
suppose they will be both pleasant and appropriate. 

Marietta and Cincinnati Railway.—At the recent 
meeting of the board of this company, in Chilli- 
cothe, the following resolution was passed by a 
unanimous vote: 

“ Resolved, That it is the true policy of the com. 
pany to construct an independent line of railway 
into the city of Cincinnati—and that the president 
be directed to adopt such measures as may be ne- 
cessary to obtain subscriptions of stock for this 
purpose, with a view to an early commencement of 
operations between that city and the point to which 
the road is now under contract; and that the presi- 
dent employ such agents as he may deem necessary 
to accomplish the objects of this resolution.” 





Indiana. 
Central Railroad.—The Indiana Journal, speak- 
ing of the sale of Indiana Central railroad Londs, 
made here a short time since, at about 95} says: 


This sale speaks volumes for the Central road, 
and without doubt fixes its reputation among eas- 
tern capitalists, at the very highest grade of western 
railroads, It traverses undoubtedly one ofthe best 
countries in the world, occupies a position that 
must command the travel through the central por- 
tion of the Ohio valley, and in addition to all this 
is of easy and cheap construction, and is in the 
hands of most excellent and judicious men. These 
things seem to be well understood east, and hence 
this most advantageous sale, 








New York. 

Troy and Schenectady Railroad.—At a meeting 
of the directors of the Troy and Schenectady rail- 
road company, on Monday, Russell Sage, Esq., 
was elected president of the company; Thomas 
Symonds, vice president, and Hiram Smith secre- 
tary. Messrs, Edwards and Ingram were appoint- 
ed the executive, and H. N. Lockwood, J. N. Wil- 
lard, and W. F. Sage, finance committee for the 
ensuing year. 

Rochester and Syracuse Railroad Company.—The 
following gentlemen were chosen directors on the 
9th inst. :-— 


Henry B. Cibson, Joseph B. Varnum, James J, 
Van Allen, John Wilkinson, John A, Chedell, Nat. 
Thayer, Wm. F. Weld, Horace White, Jocob 
Gould, Joseph Fellows, Chas. Seymour, Lewis 
Brooks, Robert H. Ives, H. B. Gibson president. 

The company have resolved to rebuild their de- 
pot in the city of Rochester, of brick, and of dimen- 
sions considerably enlarged, so as to accommodate 
the Niagara Falls road. 

Rochester, Lockport and Niagara Falls Railroad 
Company.—The torlowing gentlemen were chosen 
directors of this company, for the current year, at 
the annual election, held on Thursday the 10th 
inst. :— 

Joseph B. Varnum, Edward Whitehouse, New 
York ; Azariah Boody, Freeman Clarke, Silas O. 
Smith, Rochester; Elias B. Holmes, Brocbport; 
Roswell S. Burrows, Alexander Ward, Albion; 
Isaac C. Colton, Lockport. 


It is expected that the road will be opened on the 
25th inst., or between that time andthe Ist of July. 


Albany and Schenectady Railroad.—The follow- 
ing gentlemen were elected directors of this com- 
pany by the stockholders on Wednesday of last 
week: Messrs. E. C. McIntosh, G. Y. Lansing, 
Lyman Chapin, H. Pumpelly, Augustus James, 
Friend Humphrey, John F. Winsiow, R. H. Wins- 
low, and Thos. Tileston. The traffic of the road 
continues to be large. 

Ulica and Schenectady Railroad Company.—At 
an election for directors of this company, held on 
the 7th inst., the following persons were elected di- 
rectors for the ensuing year : 

Erastus Corning, Nicholas Devereux, Nathaniel 
S. Benton, Alonzo C. Paige, John Townsend, Jas. 
Hooker, Thos. W. Olcott, Marcus T. Reynolds, J. 
Phillips Phenix, E. T. T. Martin, Livingston 
Spraker, John Ellis and Eleazer F. Backus. 

Rutland and Washington Railroad.—The Rut- 
land and Washington railroad is now open from 
Rutland to Troy, and in connection with the Rut- 
land and Burlington road, passengers are carried 
through from New York to Burlington, a distance 
of over 300 miles, by an express train, in nine 
hours. Trains leave New York at 64 o’clock in 
the morning, and arrive in Burlington at forty 
minutes past 3 o’clock in the afternoon. 

Sodus Point and Southern Raiiroad.—The New- 
ark Democrat of the 3d says, the farmers along the 
proposed route of this road are getting alive to the 
importance of pushing it ahead. A meeting was 
held a few days since in Newark, which was large- 
ly attended by suostantial farmers, who subscribed 
liberally tothe stock and seemed determined to 
have the enterprize carried forward. 


Sodus Bay and Ithica Railroad.—There is a 
great desire manifested among the people of Wayne, 
Seneca, and Tompkins counties, to have a railroad 
between the above points, passing through the coun- 
ties named, and connecting lake Ontario with Cay- 
uga and Seneca lakes. An enthusiastic meeting in 
favor of the project was held at Ovid, Seneca Co., 
some days since, in which all three of the counties 





on the line were represented by delegates. Resolu- 
tions were passed, approving of the project as fea- 
sible, and necessary to the development of the re- 
sources of that section of country, and appointing 
a.committee to solicit subscriptions to defray the 
expenses of a survey of the route. 





Kentucky. 

At the meeting of the stockholders of the Lexiug- 
ton and Big Sandy railroad company, held at 
ingsville, on the 4th inst., the following gentlemen 
were elected: 

Directors.—Dr. Z. Cushing, of Greenup; Robert 
G. Carter, of Carter; Frederick Rand of Bath; 
Joseph Bondurant, of Montgomery; B. B. Grooms, 
of Clarke; D. 'T. Adams, of Fayette. 

The directors then immediately assembled, and 
chose Richard Apperson, Esq., of Montgomery, 
president of the company. 

We think the public have occasion to be gravir 
fied at the selection of the gentlemen above named, 
With a majority of the board we are personall 
acquainted, and it affords us pleasure to bear testi- 
mony to their qualifications. We are much gratis 
fied at the election of our own fellow-citizen, Mr. 
Adams, who made so liberal a subscription to the 
capital stock of the company, and who is so well 
qualified to discharge the duties of a director. Mr, 
Apperson, the president, is a thorough business man, 
possesses much energy of character, and by the de+ 
votion of his time and talents to this great enter- 
prise will, we have no doubt, secure its completion, 
We regard his appointment as an excellent one, 
See the proceedings of the meeting of the stock~ 
holders in pur paper to-day.— Kentucky Statesman, 

Susquehanna Railroad. 

The Susquehanna railroad company was organ- 
ized at Harrisburg on the 10th inst. Gen. W. F. 
Packer was elected President, and Gen. Simon 
Cameron, Treasurer; Mr. A. B. Warford was ap- 
pointed Chief Engineer. A resolution was passed 
by the board to commence operations at once, and 
to prosecute the work to completioa with all possi- 
ble energy and despatch. The organization of the 
company is thus noticed in the Philadelphia Ame- 
rican of Saturday : 


“ This company, chartered last year with autho- 
rity, for the benefit of Baltimore, to tap the Penn- 
sylvania railroad—on the west side of the Susque- 
hanna, without crossing the river at all—and to 
secure to that city the key to the trade of the lakes 





by an extension up the river to Sunbury or Wil- — 


liamsport, was organised on Friday at Harrisburg’ 
by the election of the following officers: President, 
Wn. F. Packer; Directors, Messrs. Simon Cam- 
eron, George F. Miller, Eli Slifer, Joseph Casey 
J. R. Priestley, J. B. Packer, and P. Dougherty, o 
Peansylvania; Wm. Woodville, Henry Tiffany, 
Alexander Fisher, Wm. F. Murdock and William: 
Gilmor, of Baltimore. The charter requires a ma- 
jority of the board to reside in the State.” 





Baltimore and Ohio Railroad. ‘ 
It is with unfeigned pleasure that we have it in 
our power to announce to-day, the completion ot the 
Baltimore and Ohio railroad to the Monongahela 
river, a distance of one hundred and twenty-four 
miles from Cumberland. This great event took 
place on Saturday the 5th instant. The progress 
of the track during the month of May, we arein- . 
formed, has been most rapid, there having been 
twenty miles of road laid down during that month. 
At this rate we shall soon stand upon the banks of 
the Ohio river. 
From Fairmont to Niles’ Fork the graduation is -. 
now ready for the rails, and from this latter point 
to Wheeling, the work is said to be so much ad- 
vanced asto leave no doubt or the completion of the 
whole road on the Ist of January next. We under- 
stand that the Chief Engmeer has made arrange- 
ments for the delivery of a part of the iron rails at 
Wheeling, so as to facilitate his depot arrangements 
at —_ point, in anticipation of the approach of the 
track. 
it is also a subject for congratulation, that simul- 
taneously with this gratifying announcement, the 
revenue for the past month of May, shows an ag- 
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gtegate inciease on both roads of within a fraction 
of $60,000, over the corresponding month of last 
year. It is believed to be the largest month’s reve- 
nue ever realized since the work has been in oper- 
ation, The revenue of the main stem, as will be 
seen by the monthly table, was $141,734,13, and of 
the Washington branch $33,140,25.—Baltimore 
Patriot. 
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Saturday, June 19, 1852. 


Southwestern Railroad. 

There is now every indication that this very im- 
portant work will be prosecuted from Danville, 
Kentucky, to the Tennessee State line in the direc- 
tion of McMinnville, under the charter of the Lex- 
ington and Danville railroad company. A meeting 
of the friends of the enterprize was holden at Dan- 
ville on the 20th and 2Ist of May, at whicb, 
Cumberland, Adair, Russell, Casey, and Lincoln 
counties were represented by delegates who pledg- 
ed their several counties to furnish subscriptions to 
the aggregate amount of $440,000 in aid of the 
work, of which $208,450 was already subscribed— 
and it was estimated that counties not represented 
in the meeting would swell the subscriptions to 
$630,000, whereupon the meeting made a proposi- 
tion, embracing a statement of these facts to the 
president and Directors of the Lexington and Dan- 
ville railroad company, that the said company 
should undertake the construction of the road from 
Danville to the State line. 

To this proposition J. Barbour, Esq., President 
of that company, on behalf of the board cf directors 
replied, that the work proposed was deemed impor- 
tant to the interests of the company, and the route, 
perhaps the best and most feasible of any offering, 
and proposed substantially the following basis for 
an arrangement with the meeting to go forward 
with the work. First, $500,000 good solvent sub- 
scriptions to be made by the counties south of 
Boyle, in the State of Kentucky, within five months 
after the conclusion of this arrangement. 

Second, This done, $5,000 to be raised for the 
expenses of preliminary surveys, to be expended 
under the direction of the board of directors, and a 
committee of citizens appointed for that purpose, 
to be converted into steck should the 10ad be con- 
structed. 


Third, Upon obtaining within ten months aiter 
the ratification of this agreement by the stuckhold- 
ers, the sum of twelve thousand dollars per mile in 
solvent subscriptions, this company will promptly 
undertake the construction of said extension, pro. 
vided, the directors are satisfied that the road will 
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22nd of June, to consider and decide upon this pro- 
position. 

Upon the receipt of this proposition by the meet- 
ing it was resolved to accept its terms, and resolu- 
tions were passed pledging the necessary means to 
be raised, appointing treasurers to receive contri- 
butions to the $5,000 fund in each county, and 
calling a convention of the friends of the enterprize 
at Russell Springs on the 3d of July to take other 
necessary steps to further the construction of the 


road. 





Civil Engineering. 

A pamphlet has been issued from the civil engin- 
eering department of Union College, having for its 
object the answering of inquiries for information 
respecting the nature, object, extent, terms, etc., of 
the course of instruction pursued in the same, which 
has been in progress since May 1845. It defines 
and analyzes the general subject of civil engineer- 
ing, and points out the value of a knowledge ot its 
principles as a part of a liberal education, as well 
as to special students of it as a profession; it also 
explains what the course of studies proposes to ef- 
fect for each of the two classes of students referred 
to, sketching an outline of the subjects taught, and 
giving the details of operations. ‘This department 
is under the direction of Prof. Gillespie, a fine 
scholar and accomplished gentleman. 


Baltimore and Ohio Railroad, 

The city of Baltimore has just subscribed $1,- 
500.000 to the Northwestern (Virginia) railroad, 
by which she proposes to open a direct line to the 
Ohio river, in direction of Cincinnati, and $500,000, 
for the purpose of pushing,a road up the valley of the 
Susquehanna river, in Pennsylvasia. The friends 
of the above project claim that by means of the 
above road, the city of Baltimore will be brought 
nearer both to Cincinnati and Lake Erie, than any 
other eastern city, and that consequently it will be 
in a good position to compete for the trade of the 
whole country. ‘The above subscriptions were vot- 
ed with the greatest unanimity, and the city is now 
prosecuting the above works with the greatest zeal 
and confidence. The peuple of Philadelphia are 
somewhat disturbed at the movements of Baltimore 
to get possession of the Susquehanna valley, and 
the press of that city are loudly calling upon the 
City Council to subscribe without delay, the $1,- 
000,000 proposed to be taken in the Sunbury and 
Erie railroad, and to seize upon the route between 
Sunbury and Harrisburgh, and keep the influence 
of Baltimore from going about the latter point. 





Ohio and Mississippi Railroad. 
Location of road.— At a recent meeting of the di- 





be met from McMinnville, Tenn., at the Siate line, 
by the shortest and best line for the interests of the’ 
company, and at such point as may be agreed upon! 
by the board and the Tennessee company : or upon 
the procuring a less amount of subscriptions, if, 
after the surveys are made the board may think it} 
necessary to justify the undertaking. | 

Fifth, The means raised for the construction of 
the extension of the road trom Danville to Tennes- 
see line should be kept separate from those raised, 
or to be raised for that portion of the road between 
Lexington and Danville, until both are completed, 
when the whole road should be joint stock. 

If this proposition is accepted by the meeting, and 
ratified by the steckholdets, this board will give the | 
utmost means in its power to raise the means and 
construct the road. 

A meeting of the stoekholders is calied for the: 





rectors of the Ohio and Mississippi railroad at St. 
Louis, the following route for the western portion 
of the above road was agreed upon, viz., “ com- 
mencing 270 feet south 80 degrees west of the south- 
west corner of the western abutment of the bridge 
across Cahokia creek, in Illinoistown, running 
thence nearly east, passing south of Lake Marrais 
to Caseyville; thence up the aalley of the little 
Canteen creek, a distance of about one and three- 
quarter miles; thence descending a ravine in a 
southerly direction, a distance of four miles, to the 
Ridge Prairie; thence in a south-easterly direction 
to a point near Lebanon, in St. Clair county; 
thence nearly due east, to a point near Aviston, in 
Clinton county; thence nearly due east to the Kas- 
kaskia river nearthe town of Carlyle, in said coun- 
ty of Clinton; thence in the same direction to a 
point at or near the town of Salem, in the county 














of Marion ; be, and the same is hereby adopted as 
the location of the Ohio and Mississippi railroad, 
in the state of Illinois, from the town of INinoistown, 
on the Mississippi, to the point above designated.” 





Kentucky. 

Lexington and Big Sandy Railroad..—We learn 
from the last number of the Kentucky Statesman, 
that the requisite amount of stock to enable the 
Lexington and Big Sandy railroad company to 
organize, has been subscribed; and that the stock- 
holders were to meet at Owingsville on the 4th inst., 
for the purpose of effecting the organization. If 
this important enterprise is now taken hold of as it 
should be, and an efficient board of directors elected, 
this road may be pushed to a rapid completion. 
To Lexington, says the Statesman, it is ot more 
importance than any other one road which makes 
her a point. 

Two thousand one hundred and seventy-six 
shares of the stock, amounting to $108,800, have 
been taken, and from the character of the people 
and the county, there is little doubt that the enter- 
prise will be carried forward successfully. 





Baltimore and Ohio Railroad, 

The Baltimore and Ohio railroad company, in 
anticipation of the completion of the road to Wheel- 
ing by the end of the present year and of the im- 
mense business which will then press upon it, have 
made arrangements and contracts for the construc- 
tion of 1,158 burden cars. Of these, Messrs. Mar- 
ray & Hazlehurst have contracted to furnish 400 
house stock cars; Messrs, Scott & Bolster, 50 
wooden house cars; B. P. Benson, 100 wooden 
house cars; Poole & Hunt, 100 wooden house cars ; 
Messrs. Denmead, 100 wooden house cars and 200 
gondolas; and the company itself will construct 50 
iron house cars, 100 house stock cars, and 58 gon- 
dolas, 





The Mobile and Ohio Railroad. 

The Mobile Tribune says :—The directors have 
closed contracts for the graduation, etc., of forty- 
five miles more of the Mobile and Ohio railroad, 
excepting a few light sections, extending from Cit- 
ronelle to Winchester, Mississippi. Early in July, 
cighty miles more will be let out, reaching to the 
South line of Kemper county, and in August fol- 
lowing, one hundred miles more, between Lauder- 
dale and Pontotoc, will be offered for contract.— 
These different divisions, including the distance 
from the city to Citronelle, make two hundred and 
eighty-five miles. All this will be completed within 
a couple of years. 





New York. 

Rochester and Syracuse Railroad.—T he following 
gentlemen have been elected directors of the dbove 
road for the current year: H, B. Gibson, Chas. 
Seymour, Canandiagua ; Jacob Gould, Rochester; 
Joseph Fellows, Geneva ; John H. Chedell, Auburn; 
Horaee White, John Wilkinson, Syracuse; Nathn. 
Thayar, Boston; ——Ives, Providence; Joseph B. 
Varman, J.J. Van Allen, New York; W. F. Weld, 
Boston; Lewis Brooks, Rochester. 





Illinois. 

Galena and Chicago Union Railroad.—The an- 
nual meeting of the stockholders in the above road, 
was held in Chicago on the Istinst. The board ot 
directors for the ensuing year is unchanged from 
the last. The board also re-elected the officers of 


last year, viz: 

John B. Turner, President and Superintendem ; 
John Van Nortwick, Chief Engineer; W.M. Lar- 
rabee, Secretary ; W. H. Brown, Treasurer. 
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Hudson River Railroad. 

The following gentlemen have been unanimous 
ly elected directors of the Hudson River railroad 
company, for the year commencing June 14 1852: 
Edwin D. Morgan, Jobn David Wolfe, Edward 
Jones, Moses H. Grinnell, Drake Mills, Joseph 
Tuckerman, J. Bourman Johnston, Henry Young, 
Governeur Kemble, of Cold Spring ; James Hook- 
er, of Poughkeepsie; Erastus Corning of Albany; 
John Wilkinson, of Syracuse ; James C. Forsyth 
of Kingston. 

Ata subsequent meeting of the board, the fol- 
lowing officers were re-appointed : Fdwin D. Mor- 
gan, President; Edward Jones, Vice President; 
Thomas M. North, Secretary and Attorney. 


Missouri. 

Pacific, and Hannibal and St. Joseph Railroads. 
—The President of the United States has ordered 
the following lands in Missouri to be reserved from 
sale until the railroads are located. The reserva- 
tion is made under the late act of Congress, grant- 
ing lands to that State for these roads, viz: 

For the Pacific railroad, all the lands in the Clin- 
ton and Springfield districts, all in the Fayette and 
St. Louis districts south of the Missouri river, and 
townships 34, 35, 36 and 37, in ranges 3, 4, 5, 6, 7, 
8, 9 and 10, in the Jackson land district. ‘These 
are reserved from sale for six months. 

For the Hannibal and St. Joseph railroad, until 
the Jine of the road can be located, thirty miles on 
each side of the township line between townships|s 
47 and 48, giving a strip of country equal to sixty 
miles, the entire length of the road. 








Lake Erie and St. Louis Railroad, 

A meeting will be held at Logansport, in Cass 
county, Indiana, on the 23d of June, for the pur- 
pose of organizing a company for the construction 
of that part of the above road situated in the State 
of Indiana, and to take all proper steps for its con- 
struction in Ohio and Illinois. 

The attendance of several gentlemen, who are 
interested in the connecting road in Ohioand New 
York, is promised and expected; and all interested 
in the work, from the Lake to the Mississippi, are 
invited to attend. 


New Jersey. 

Central Railroad.—This road, so important to 
the coal interests, extending from the city of New 
York, via Elizabethport, to Easton, Pennsylvania, 
is now approaching completion, and another month 
will see it in full operation throughout its entire 
length. The cars now run toClinton. A full re- 
port of the condition and prospects of the company 
1s in the hands of the printer, and will shortly be 
distributed. The Delaware Lehigh and Schuylkill 
railroad extending from the terminus of the Central 
up the Lehigh valley to the coal mines, is nearly 
located ; and the triends of that enterprize are san- 
guine of now securing its immediate construction. 








Baltimore and Ohio Railroad, 

The Cumberland Journal says: ‘‘ The Baltimore 
and Ohio railroad is advancing westward with rap- 
id strides. The cars are now running through the 
big tunnel, and the track has been laid to the 115th 
section beyond Cumberland. Early next month 
the cars will run to the town of Fairmount in Ma- 
rion county Va.; and on the 2Ist of June the road 
will be formally opened to that point. Upon that 
occasion the president and directors, with a large 
number of distinguished visitors, will pass over the 
whole line, and inaugurate the event with proper 
ceremonies.” 





~~ Growth o1 of Dunkirk. 

The result ofa census recently taken at Dunkirk, 
gives a population of four thousand and sixteen— 
showing a ratio of increase, during the last twelve 
nonths, of nearly 200 percent. Over one hundred 
lwelliugs have been erected in the place since the 
Ist of March last. ‘Total number of arrivals from 
April 19 to May 29: steamers, 126; propellors, 21; 


rigs, 11; schooners, 14. 





Louisville and Nashville Railroad Di- 
rectory. 

The general council! elected last evening the fol- 
lowing gentlemen directors of the Louisville and 
Nashville railroad company for the ensuing year: 

L. L. Shreve, Jas. Guthrie, Wm. Riddle, and G. 
L.. Douglass, of Louisville; Eugene Underwood, of 
Nashville; J. L. Helm of Elizabethtown; and G. 
B. Adams of Bowling-Green. 

Stock | and Money Mar ket. 

Money continues in great abundance with an 
active business in all kinds of R. R. securities. 
The quotation for sound securities, as well as for 
fancies, continue to shew an upward tendency. 

The most recent sale of bonds was of the Tioga 
and Blossburg Railroad, which averaged about 91. 
This is a coal road and consequently not so at- 
tractive as a road built for passengers and general 
business, though the project is a good one. 

The general aspect of the market is favorable, 
and most of our works in progress are being freely 

supplied with money at fair rates, 
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Zine Paint. 
The attention of our readers is called to the Ad- 
vertisement of Zinc Paint in another column. 
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oe For the American Railroad Journal. 
Mobile and Ohio Railroad. 

The railroad map of the United States, recently 
published under your directioas and from your of- 
fice, has been executed with great neatness and 
general accuracy, and meets fully as a guide and 
office map, the commercial and engineering wants 
of the whole country. 

All Engineers, Railroad Companies, Bankers, 
Capitalists, and Merchants, will find 1t highly use- 
fal, if not indispensable, in their various relations 
to the railway system which is spreading so rapid- 
ly over the old and new States of our glorious 
Union. 

Upon this map you have fairly delineated the 
chief enterprise of the day, the railway from Mobile 
to Chicago—connecting the northern Lakes with 
the Gulf of Mexico. The northern portion of this 
line, known as the Illinois Central railroad, has 
been fully introduced to public notice and tavor by 
its able and energetic directory. 

Of the southern portion—the ‘‘ Mobile and Ohio 
railroad,” but little has yet been said or known. 

Having charge of its affairs, I beg leave to im- 
prove this opportunity to state a few points of its 
progress for a column of your Journal. 

As exhibited upon your map, the Mobile and 
Ohio road extends from Mobile to the mouth of the 
Ohio river, there connecting with the Illinois Cen- 
tral road. Its length 494 miles. In North Missis- 
sippi, a branch road extends to the great bend of 
the Tennessee river, 23 miles, and there joins the 
Nashville and Alabama railroad, which latter, 
north of Nashville, receives two lines, one from 
Louisville, Kentucky, the other from Cincinnati, 
via Lexington. Thus 340 miles of the Mobile and 
Ohio road, from Mobile to North Mississippi, forms 
a trunk for the two great arms, extending via 
Cairo and Nashville, to the numerous and multi- 
plying railroad connections of Ohio, Indiana and 
Illinois. 

Distance, mouth of Ohio to Mobile, 494 


miles—railroad time ........ 2.2. cee 17 hours. 
Mobile to New Orleans—steamboat time 14 “ 





Total time of passage............. 31 hours, 
Mouth of Ohio to New Orleans, via 
river, 1,046 miles—average steamboat 

SEE ibs wiebe cass 5305 “Ss0~ice0s veces 108 hours. 


Difference in favor of Mobile route, 552 
SN 650s ce weiss cS 5h0 sees eenee 77 hours. 
Distance, Cincinnati to Mobile, via 


Nashville, 800 miles—railroad time.. 27 “ 
Distance, Mobile to New Orleans, as 


above—steamboat time.... 2... seers “3 
Total time of passage............. 41 hours. 


Distance, Cincinnati to New Orleans, 
via rivers, 1,546 miles—steamboat 
eee aa 





Difference in favor of Mobile route, 746 
Pe eee 161 hours. 
These reductions of time and distance, and the 

incomparably greater safety of transit by railroad 

ears, than by high pressure steamboats, will con- 
trol the through transit, interiorly, in favor of the 

Mobile road. 

Exteriorly, the Mobile and Ohio road will termi- 
nate 18 miles below Mobile, upon the deep water 
of Mobile bay, within 15 miles of the open Gulf, 
and with 203 feet water, at mean low tide, upon 
the bar, between the cars and the heaviest cottor 
vessels of New York and Liverpool. New Orleans 
the great port of the Gulf, is 110 miles above the 
mouth of the Mississippi rivcr, with 154 .-et water 
at mean low tide, upon the bar of the Southeast 





pass, which pass, has deeper water than either of 
the other two channels commonly used. 

Comparatively then, the Mobile and Ohio cars 
will be 92 miles and 19 hours nearer the open gulf, 
and alongside of 40 per cent. larger vessels without 
towage or lighterage, than are the wharves of New 
Orleans with towage and lighterage of 110 miles. 

It is thus seen, the mouth of the Ohio, the agri- 
cultural center of the Union, will be placed by the 
Mobile and Ohio road 626 miles and 97 hours near- 
er New York and Liverpool by sea, than is now 
the case with the Mississippi river. 

The probable effects of this new channel of trade 
upon the long travel, exports, imports, and 
prosperity of the Western and Southwestern States, 
I submit to the consideration of Statesmen, Mer- 
chants and Capitalists, who are best acquainted 
with the staple productions of the Mississippi valley 
and the trade of the Gulf. 

By reference to your new map, the eye will rea- 
dily discover the line of the Mobile and Ohio rail- 
road, occupying in its whole length, the country 
between the (three months in twelve,) boatable 
waters of the Bigbey and Tennessee rivers, on the 
east, and the still smaller streams, tributaries of the 
Mississippi, on the west. No navigable stream is 
crossed by the road ; and the longest bridge requir- 
ed will not exceed 130 feet; while its average dis- 
tance from the Mississippi river is over one hun- 
dred miles, Thusa local population, of over 6 hun- 
dred thousand, are cut off from market, and their 
foreign supplies, during eight to nine months of the 
year. Two-thirds of these people are now engaged 
in growing cotton, and get their.supplies of bread- 
stuffs, mules, horses, bagging and rope, from the 
north, via the Mississippi and Bigbey rivers; pay- 
ing extra freights, profits and commissions ; 
which, upon provisions, frequently amount to as 
much as the original cost of the articles upon the 
banks of the Ohio river. Twelve months supplies 
from other countries, as well as our own, must 
come to these people, and their crops go out three 
months after they are harvested, all by the full riv- 
ersin January, February and March, or April, if 
they come and go at all. These disadvantages 
have kept the country thinly settled, and hereafter, 
with any degree of population, stimulated as it may 
.|be by rails and electricity, will cause nearly the 
entire way traflic of the country to fall upon the 
Mobile road. 

From these general considerations, from the sav- 
ing of time and distance as above stated—from the 
four hundred thousand passengers now annually 
passing up and down the Mississippi river—and 
from the carefully collected returns of products sent 
from, and merchandise brought inéo the counties to 
be immediately accommodated by the Mobile road, 
[ have obtained the following estimate of the an. 
nual businets and income of the road for the first 
year—to wit: 

From 125,000 through passengers, less 

than on that of the number now passing 

by the river, at average of $8 each. .$1,000,000 
From 110,000 — a averaging 

$2 each. cenngae 220,000 
From 84, 200 tons of “through ‘freights of 

merchandize, breadstuffs and live stock 

at average of $10 per ton........ 
From 184,500 tons of wa freights, in- 

cluding 250, 000 bales of cotton, and 3 

of other crops and — of 600, 000 

people at average ot $4......... 
From United States mail service, $200 

per mile..... 


842,000 


738,000 
98,800 


Total receipts .... 2... 00+ sees «+ «$2,898,800 
From which deduct expenses of repairs 








and running the road, built as this Will’ ""—" 
be with 65 and 70 1b. rails, and through 
a wooded, warm country, whose fuel 
of the best woods nowhere upon the 
route cost over $1} m: sy 44 per 


Git cn ceniatiuh hha hobeu 1,275,472 
For depreciation 6 perct..... 173,928 
Total expenses.......... am ohwl $1,449,400 


Total net income. ntanen $1,449,400 


Fifty per cent. of gross receipts isthe ratecharge- _ 
able for expenses upon the long Eastern roads, but 
the Mobile and Ohio road has greatly the advan- 
tage in the price of fel, its maximum grade going 
south in direction of heaviest traffic is but 30 teet 
per mile, and in the opposite direction, 40 feet per 
mile. Its highest point above tide water only 605 
feet, and entire length 11 per cent. longer than an 
air line, With these characteristics, I believe the 
expenses will be less than above stated. The coun- 
try throughout the route is clear of rock, except 
sand stone at three or four isolated points; and in 
the prairies, soft lime stone, mostly lying deep be- 
low the surface and out of our way. 

For a single track road with 10 per cent. of side 
tracks, a liberal estimate of the cost of the main 
road, 494 miles, and branch to Tennessee river, 23 
miles, total 517 miles, is ten millions of dollars; or 
an aaerage of $19,342 per mile, with terminal sta- 
tions at Mobile, the Tennessee and Ohio rivers. 

Half of the entire cost ($5,000,000) is in the local 
work of grading, bridging, buildings, furnishing 
water, and timber, and laying down the tracks.— 
The other half is in foreign labor of iron and ma- 
chinery. 

The plan adopted to carry on the work, is for the 
people of the country through which the road pass- 
es to subscribe for five millions of stock, which will 
pay for the local work; when this subscription 
shall be made, and the line all or nearly all under 
contract, then a loan of five millions of dollars for 
iron and machinery, will complete and put the road 
in operation as fast as the local work can be exe- 
cuted. The whole road and all the lands granted 
by Congress being mortgaged to secure the princi- 
pal and interest of the loan. 

The road being thus finished, the net income of 
$1,449,200 will be dispssed of as follows: 
For interest at 7 per cent. on $5,000,000 

in bonds...... cena maun wadete eee 
SOP. GU snc0 scandens akan ahen dno 
For additional cars, engines, side tracks, 

buildings and fixtures for increasing 


DORROND s 6:66 siivvcnds tesaanvsndioben - 200,000 
For 15 per cent. on $5,000,000 of stock... 750,000 


Total for interest, construction and divi- 

GUM. oo. 5s esic's Stee sus sdus ceet adel $1,305,000 
Leaving for contingencies or sinking fund 144, ‘200 

To show how far we have progressed in working 
out this plan, I must state, that the whole line is 
now definitely located, and 33 miles completed and 
in operation at the Mobile end, with a terminal city 
station, of 49 acres, of perfectly level ground; 
and two wharves upon the river as accessible to 
vessels as any inthe city. The rails used being 
65 lbs. per yard of the T' pattern, and the cost of 
the whole $500,000 ; or $15,180 per mile, including 
$34,000 in cars and engines. 

Two causes have mainly contributed to reduce 
the cost; Ist., the average lightness and alluvial 
character of the grading, and small extent of bridg- 
ing. 2d., the free grants of right of way and do- 
nations of lands for stations; whereby the 49 acres 
and two whart rights in Mobile, and 70 miles of 
way to the Chickasawha river, with a large supply 
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of grounds for way stations thereon, have cost the 
company only $10,000. 

The work of graduation is under contract and in 
rapid progress upon 55 miles more of the line, and 
179 miles in addittion will be placed under con- 
tract in August and September of this year, making 
267 miles from Mobile. The remainder of the 
line will be contracted out as fast as the local 
subscriptions are completed therefor. 

The means now provided for continuing the 
road beyond 33 miles are as follows— 


Ist. Tax subscription of city of Mobile 
of 2 per cent. per annum upon all the 
real estate for 5 years, 1852 to 1856 in- 
elusive, which will net.......... .« +. $1,100,000 
This amovunt is based upon the continu- 
ance of the real estate assessment valu- 
ation for 1852 which is $11,500,000. 
From the progress of the railroad and 
other causes the estimated increase of 
valuation is $500,000 per an.—which 
in 1855 and 56 will give an av-valuation 
of $13,250,000—or an average tax of 
$265,000 per an. for 55 and ’56. These 
two last years taxes are to be antici- 
ted by city 8 per ct. bonds redeemable 
in April 56 and 57 to the extent of 
$100,000, in order that the work upon 
267 miles of the road may be finished 
within three years. 
Qd. Individual and County tax sub- 
scriptions in Miss., up to May Ist 1852 
WEG <vi66.cccciscuvess Cnttene errr $1,000,000 
3d. Individual and County tax subscrip- 
tion in Tennessee up to this time....... 650,000 
Net amount realised trom sale of a town 
site of 12,000 acres 13 miles from Mo- 
BG. occ nc0e cece 0 b6bd once oon ceeeeee 
Estimated amount from one other town 
site to be sold in November, 33 miles 
out of the city and 3000 acres............30,000 
Total means now secured for roadway ....2,800,000 
All of which is applicable to grading, 
bridging and timber beyond and exclu- 
sive of the 33 miles of road finished. 
Add cost of the 33 miles...... ..-. 500,006 


Total capital for local work............3,300,000 


Further stock subscriptions by individuals and 
counties are now in progress in Miss. Tenn. and 
Kentucky. ‘The counties along the route sub- 
scribing under special tax laws of their respective 
states, which make it obligatory upon the county 
officers to levy and collect the taxes and to divide 
the stock thus taken and paid for, amongst the 
tax payers. It isthus expected that the whole five 
millions will be made up within the present 
year to cover the cost of the roadway, timber, 
laying the tacks, local builc ings and fixtures, and 
including a sum for contingencies of $250,000. 

For iron and machinery—from the State of Ten- 
nessee, a loan of $8000 per mile, in six per cent. 
bonds of that state, to run 20 years, has been 
authorised to the Mobile Company, as fast as the 
roadway can be prepared. The 119} miles of 
road in that state make the loan........$956,000. 
From the U. States Government 1,000,000 

acres of land, worth after the road is 

made an av. of three dollars per acre.. .3,000,000 
Total amt. of securities for iron, engines 

GS OIG oii oa 6s nde cetc cc cecces ce cet POO UOe 
Total amount required for iron and 

MAChiNery .... ..-. eee wees coos eeee 9,000,000 
Divided as follows for rails, chains, 

spikes, casting for tracks. ............3,800,000 
For engines and cars................... 1,200,000 
All of which it is proposed to raise by a 

loan on the Tennessee 6 per ct. bonds 

for 20 years... wee. eee ween coos cee «956,000 
By Rd. bonds for 30 years..............4,144,000 


eeeeeeeee 


eT ee 
The Tennessee bonds are to be secured by a 





mortgage to that state of the 119} miles of road 
within the State of Tennessee. The R. Rd. bonds 
by a mortgage upon 397} miles of road in Ala- 
bama, Miss. and Kentucky, including the two 
termini—and also the one million acres of land, all 
of which is situated within 15 miles of the road by 
alternate sections and from 10 to 250 miles of the 
city of Mobile. 

To the people between Mobile and the Ohio 
river are desperately jn want of this line of road, 
and no better evidence can be adduced of their 
sincerity, or of the satisfactory manner in which 
the affairs of the company have thus far been con- 
ducted, than is exhibited by the vote of Mobile 
real estate owners—834 for, to 7 against a tax of 2 
per cent. per annum for five years—also, by the 
votes of Gibson and Mandison counties Tennessee, 
taken since the first of the present month. 

Gibson Co., adopting the tax ot $150,000 in 
three years by over 500 majority--and Madison a 
tax of $250,000 in three years by a vote of 371 
majority. No county bonds to run several years, 
to be negotiated at a heavy discount in New York 
and depending upon the future popular votes of 
the people for the means of redemption are here to 
be issued. A subscription of stock in this way is 
not in fact a tax, except in the modes of apportion- 
ment and collection. It is merely a popular and 
fair method of distributing the stock pro rata over 
the taxable property of a county; that where all 
are benefited, each and all may assist in promoting 
the common good. The whole population along 
the road thus becoming stockholders is an addit- 
tional guaranty that the road will be economical- 
ly built as weil as profitable afterward, and the in- 
terests of the mortgages protected, even beyond 
thirteen millions (the total cost of the road and 
value of the lands) pledged to redeem five mil- 
lions. 

The cost and income of the Cleveland and Col- 
umbus road in Ohio, (the first railroad west of the 
mountains systematically built, and emminently 
successful in first hands that projected it,) were 
estimated by me, and the line located and con- 
structed under my directions. 

It was opened to public traffic in Febrnary 1851. 
The first six months of regular business, June Ist 
to December Ist, 1851, the company paid their in- 
terest, made 8 per cent dividend on the stock, and 
reserved a surplus equal to 5} per cent more, all 
from six months net earnings, or over 7} per cent 
upon the entire cost of the road. The earnings of 
the road for the past month were $70,433 00. Aa 
average of $60,000 per month would give an ag- 
gregate of $720,000 for the year, allowing 40 per 
cent for expenses, which is an ample allowance, 
there would be left $432,000 for dividend upon 
$3,025,000, or 14} per cent, on the above amount. 
The original estimate promised 124 per cent per 
annum. 

Now, I know that the Mobile and Ohio road will 
do as well or better than the above. It will have 
no competing canal between the same terminii— 
no parallel railroad within 45 miles of its whole 
length—and no shorter and more central Baltimore 
and Philadelphia lines to divide with it the travel 
of the country, as is the fact in Ohio. But on the 
contrary itis by 100 miles the shortest unbroken 
line of road that can ever be located between the 
Ohio river, and any port or harbor upon the Gulf 
of Mexico. lis charter is perpetual in Alabama, 
Mississippi and Kentucky, and limited to 500 years 
in Tennessee. Only one-eighth of the road is in 
Alabama, and supject to taxes as other property— 





but seven-eighths in the three Other States is ex- 
empt from taxation until the earnings give 8 per 
cent annual dividends upon their cost. It has re- 
ceived a bonus from Congress in land, which will 
yield, at the lowest valuation after the completion 
of the road, 25 per cent upon its cost, or sold as 
wanted for settlement within 25 years thereafter, 
will yield 40 per cent upon the cost of the road, 
Respectfully &c., 
Joun Cube, 
Engineer and General Agent, M.& O. R.R, 


Are we Building too many Railreads? 

In our issues of the 8th and 15th May last, we 
briefly considered this question, an¢ answered it, 
satisfactcrily to ourselves, in the negative. But as 
our roads are becoming objects of great interest to 
foreign capitalists, for the purpose of investment, 
who are fearful, as wel! as a class of timid capital- 
ists with us, lest we should push these enterprizes 
beyond the bounds ct prudence; and as the articles 
referred to, gave rise to questions not fully answer- 
ed at the time, we believe we cannot offer anything 
more acceptable to our readers, than some further 
considerations upon this subject. 

The first points to be considered are the uses that 
railroads serve in the United States, and the neces- 
sity that exists for their construction. One of the 
most marked features of this country, which dis- 
tinguishes it from all others, is, that we have no 
market for our produce in the vicinity of its growth. 
Our domestic markets are all on the seaboard, and 
are confined to a narrow belt of country extending 
from Baltimore northward. The great producing 
regions are in the south, and in the Mississippi ba- 
sin. The people of these great divisions of the 
country are almost entirely devoted to agriculture. 
Their markets are at a great distance in the eastern 
States, or in foreign countries, which involves the 
same necessity of transportation to our ports of ex- 
port. Nearly every product of our industry re- 
quires to be transported to a great distance to find 
consumers. The wheat, corn and cured provis- 
ions of the west, the hemp and tobacco of Ken- 
tucky and Missouri, the copper of Lake Superior, 
the iron of Pennsylvania, and the cotton, rice and 
sugar of the southern States, have all to be for- 
warded from 100 to 2,000 miles, to find the great 
mass of consumers. Within the territories named, 
there are no appropriate and sufficient markets.— 
Neither can their be for many vears to come, 

The lack of the variety of pursuits necessary to 
create a domestic demand, to which we have ad- 
verted, renders a very large import trade into the 
country necessary. The western farmer, confining 
himself exclusively to his own soil, is compelled to 
purchase, and import from abroad, all the necessa- 
ries ot life which his farm does not produee. The 
import trade of this country, or the movement of 
merchandise inward, becomes, as a matter of ne 
cessity, the complement of the export trade, or 
movement outward ; because the capacity to pur- 
chase is exactly measured by the ability to selJ. 
Our roads become necessary, therefore, to furnish 
outlet for our products. These being opened, 
an equal volume of traffic in the opposite direction, 
is a result. 

The entire absence of domestic markets in many 
portions of the United States, will be understood 
trom the fact, that at least ten of our States, and 
some of them the most populous, such as Tennes- 
see and Indiana, each containing in 1850, 1,000,000 
of inhabitants, embraced no cities within their lim- 
its having a population exceeding 10,000. 0; 
two western and southern States, Ohio and Louis- 
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jana, had within their limits cities whose popula- 
tion exceeded 50,000, and these were Cincinnati 
and New Orleans. Even in the eastern States, we 
find a dense population and varied industrial pur- 
suits, only on the line of tide water. 

Such are the general facts in reference tothe in- 

ternal trade of the country, particular illustrations 
will readily seem to every person acquainted with 
our geography, with the distribution of our popu- 
lation, and with the cost of transportation over or- 
dinary roads. It is well known that a good road 
bed cannot be made either in the south or west, 
out of the soil. {n the west particularly, where the 
soil is composed of a black vegetable mould, rest- 
ing upon a cluyey subsoil, hardly any but a mac- 
adamized or railroad, is passable in wet weather. 
This explains the reason why the great mass of 
western population is found within a short distance 
of the navigable water courses, and why such vast 
bodies of the finest }and in the world, in the states 
east of the Mississippi river, remain without pur- 
chasers, at $1 25 per acre. Both corn and wheat 
will pay for transportation over the ordinary road, 
only for a short distance; and the only way that 
the surplus beyond the immediate wants of the far- 
mer can be made available is to feed it out to stock. 
In many parts of the country corn isadrug at 15 
and 20 cents per bushel, which at the same time 
sells for 75cents in our cities. Vast tracts of coun- 
try in the interior still remain a wilderness for the 
want of access to market, which with an outlet to 
one would become the most densely inhabited, pro- 
ductive and richest portions of it. 

So much for the want of railroads. While they 
are indispensable to a proper developement of our 
resources, there is no country in the world so well 
adapted to them nor in which they can be brought 
into so immediate and profitable use. That portion 
of the United States which is now the great theatre 
of our operations in railroads, is very nearly a 
rectangle, surrounded by navigable waters, having 
the Atlantic ocean on the east, the Gulf of Mexico 
on the south, the Mississippi river on the west, and 
the great lakes on the north. To this may be added 
their tier of states upon the left bank of the Miss- 
issippi. This territory embraces an area somewhat 
exceeding 1,000,000 square miles, A great major- 
ity, in fact we may say, that all of our railroads 
are based upon some one of these great water 
courses, so that as soon as they are reached, pro- 
duce comes within the sphere of the cheapest pos- 
sible transportation. Any road is brought into 
profitable use from local business, as soon as the 
first ten miles are constructed. ‘They will become 
great through routes, when they shall be extended 
from one of the natural boundaries spoken of to the 
other, This great result has not yet been realized, 
but will be accomplished during the coming year. 
In all of 1853 their will exist two parallel lines of 
railroad from New York to the Mississippi river, 
each nearly 1200 miles long. Numerous other 
lines are in progress from other eastern cities in the 
same general directicn. A number of great lines 
are also in progress, designed to connect the gulf 
with the great lake, each ot which will be about 
1000 miles in extent. 

We have thus briefly, but we think clearly ex. 
plained the great necessity that exists for railroads, 
in this country, from the absence of domestic mar- 
kets, the cost of transportation over ordinary roads, 
which amount to practical prohibition, the rea- 
son why the different portions of them as fast as 
they proceed are brought into immediate and profit- 
able employment. 


Admitting the previous propusitions, which we 
presume none will controvert, the main question 
presents itself: Are we building too many rail- 
road? or, in other words, are we going, with the 
enterprizes which we have under weigh, beyond 
the wants, and ability of the country to complete, 
and to supply to them a profitable traffic? This is 
a matter of fact, rather than argument. We have 
in some States alarge extent of railroads ; in others, 
with equal resources, population and wealth, pre- 
senting equal facilities for their construction, none. 
The proper way, therefore, is to apply the results 
already obtained, to such States where there are no 
railroads, or but very limited extent of line. 

Take Massachusets, for example, as this State 
is generally pointed to, as furnishing the best 11- 
lustration of what dailroads have achieved in the 
United States. This State has an area of about 
7,500 square miles. A population in 1850 of 1,- 
000,000, or 134 to the square mile. It has 1,250 
miles of railroad, or one mile to every six square 
miles, These roads have, in round numbers, cost 
$60,000,000, and pay on an average six per cent, 
neé upon tneir entire cost. 

The influence of these roads upon the growth of 
the State in population, in wealth, in manufactur- 
ing and commercial greatness, has been most as- 
tonishing. A majority of these roads have been 
brought into operation since 1844. The following 
table will show the increased valuation of the State 
of Massachusetts and the city of Boston for the 
period : 

Valuation of the city of Boston in 1840.$94,000,000 
ie - é “ 1845. 135,000,000 
- - - 1850. 180,000,000 


State valuation of Massachusetts, 1840.299,000,000 
es " ae ” 1850. 590,000,000 
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No. of miles of read in the the State in 1840. ..318 
= . . . “1845... .628 
1850... 1130 
The State of Massachusetts, though better sup- 
plied with railroads than any other in the Union, 
presents the greatest obstacles to their construction, 
in the rugged features of the country, and in the 
obdurate character of its soil and rock formations. 
The average cost of all the roads in the State 
slightly exceeds $50,000 to the mile, which is much 
greater than the cost of those of any other State. 
In everything but in the character of her people, 
she will compare unfavorably with every State in 
the Union, possessing the most sterile soil, the most 
disagreeable climate, and entirely wanting in min- 
eral wealth, and with very slight agricultural re- 
sources. If, with all these disadvantages, she has 
constructed one mile of railroad to every 6 square 
miles, at a cost of $50,000 per mile, and derives a 
good return from them at that rate, why may not 
other States push these works to an equal extent, 
with the same success ? 

The same ratio that we find in Massachusetts, 
applied to our whole territory where railroads are 
in pregress, would give us more than 161,000 miles 
of railroads, against 24,000 miles, which is not far 
from the extent ot line in operation and progress at 
the present time. It would give to the State of 
Ohio nearly 7,000 miles, where there are not one- 
half of this number either in operation, in progress, 
or contemplated. It would give to Illinois 11,000 
miles, and nearly the same amount to Virginia. 
Neither of these States have more than 1,609 miles 
in operation and progress. It should be borne in 
mind, that as good roads can be built in Ohio for 
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$20,000 or $25,000 per mile, and in Illinois for 











$15,000 per mile, as can in Massachusetts for 
$50,000. There is this reason, therefore, why the 
States named should have a much greater extent of 
railroad in proportion to their area. 

If the investment in railroads in Massachusetts 
has proved a good one, there is no reason why an 
equal investment should not effect the same result 
in Ohio, with the exception of the fact, that the for- 
mer has a larger population to the square mile. 
As an offset to this, it may be stated that a given 
number of people in Ohio furnish a much larger 
amount of business to a railroad than an equal 
number in Massachusetts, a large portion of the 
population of which consists of laborers in the large 
towns. In natural resources, and in extent of pro- 
duction in proportion to population, the two States 
cannot be compared for an instant, so vastly supe- 
rior is the former. This fact is strikingly confirm- 
ed by the comparative experience of the operations 
of the roads of the two States. The receipts upon 
the roads of the formerin proportion to their cost, 
are nearly double those of Massachusetts, and there 
can be no doubt that the construction of roads in 
Ohio will continue till she has a larger number of 
miles of railroad, in proportion to her area, than 
Massachusetts. A much greater necessity exists 
for them in the former than the latter. They can 
be constructed at one-half their cost, and must soon 
do an equal business, not upon cost, but upon their 
mileage. 

There ase in progress and operation in Ohio not 
far from 2,500 miles of railroad. There are some- 
thing over 1,000 miles in operation, and by the Ist 
of January next there will be 1,600 miles in opera- 
tion. Now the present market value of this invest- 
ment is at least ten per cent above what it has cost 
the holders of their securities. When we 
speak of their market value, we mean the prices 
that would be paid by our most timid and conser- 
vative capitalists, who express the greatest fears 
that we may be going too far. The roads in Ohio 
that are completed, or on the eve of going into op- 
eration, are by all parties pronounced to be of the 
first class. It is the 2ew projects of that, and other 
States, that create the distrust. 

We can see no reason why the State of Ohio 
should not in time, and in fact as soon as they can 
be reasonably constructed, have a proportionate 
number of miles of railroad, compared with Mas- 
sachusetts. Neither do we see any reason why the 
western States of Michigan, Indiana, Illinois, Wis- 
consin Iowa, and Missouri, should not have the 
same number of miles of railroad, their areas com- 
pared, as Ohio. ‘They are equally well adapted to 
these works, and the same necessity exists for thefr 
construction, in the former as in the latter. The 
only element wanting to secure a similar result, is 
time, which will supply population, and develope 
their resources to an equal extent. There is no 
reason why railroads should not keep pace with the 
progress of the States in population and wealth, 
nor why, when they have reached the present po- 
sition of Dhio, they should not boast an equal num- 
der of miles of railroad. To effect this result will 
require a much larger exient of line to be placed 
under contract than is now in progress, 

The area of the States above named is equal to 
400,000 square miles. To supply these with rail- 
roads, to the same extent that we now find in Ohio, 
including those in progress, would require 26,000 
miles of road. The same ratio that we find in 
Massachusetts, would require more than 65,000 
miles. Now no one acquainted with the resources 
and wants of the southwestern States, and the char 
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acter-of their people, can doubt that in time an 
equal area will call for an equal extent of tine, and 
that the construction of these roads will proceed 
with equal pace with their population. 

Let us take another illustration, which perhaps 
will be still more striking and satisfactory. Take 
the case of Georgia. This State has now not far 
from 1,000 miles of railroad in operaticn, and has 
become rich and populous through their influence. 
She is looked upon at the south as the model Rail- 
road State; as having set the example worthy to 
be copied by all her neighbors, Her roads have 
been built by her own means. She has borrowed 
little or nothing from abroad. Her works have 
been economically built and well managed, and 
pay large dividends. No one pretends that Geor- 
gia has gone too far with her roads, nor that her 
people have been impoverished or embarrassed by 
building them; on the contrary, it is universally 
admitted that not only those who have built and 
own the roads, but the whole community are vast- 
ly better off for them. ‘The prosperity of Georgia 
is a bye-word with all her sister States. 

Now the States of North Carolina, Alabama, 
Mississippi, Louisiana, Tennessee and Kentucky, 
will all compare favorably with Georgia in popula- 
tion, in wealth, in extent, and in natural resources, 
Railroads are just as much needed by the former 
as by the latter. They would cost no more per 
mile. They would pay equally well, and would 
accomplish as much in improving the condition of 
their people. But the aggregate length of line of 
all these States is not equal to the extent of railroad 
which we find in Georgia. Here then isa field 
where at least five thousand miles of railroad are 
admitted to be needed by the most conservative, 
for no one can doubt that railroads in the States 
named will be equally as useful and productive as 
those of Georgia. 

But even Georgia is very poorly supplied with 
railroad facilities. Not one half of her territory, 
and hardly one half of her population are within 
reach of them. A very large proportion of her pro- 
ducts are wagoned, or sent down her rivers at great 
expense, to inconvenient markcts. Her area is at 
least eight times greater than that of Massachu- 
setts. The latter state has one mile of a ratlroad 
to every Gsquare miles of territory. The same ra- 
tio would give to Georgia 9,000 miles of railroad, 
nearly equal io the whole extent of lines in the 
United States, and to the states named including 
Georgia, (embracing an area ot 390,000 square 
miles) more than 65,000 miles of railroad!! Now 
although there are a few unproductive railroads in 
Massachusetts, the whole investment has proved to 
be a good one, yielding a net income of over six 
per cent, and is constantly improving. There can 
be no doubt, that in the states named, ten thousand 
miles of railroad are needed to meet the commer- 
cial wants. of the people, and that this extent of 
road would find lucrativeemployment. I: is equal- 
ly true that this extent of line can mainly be built 
with their domestic means, and not only those 
whose money would go into the roads, but the 
whole community, would be vastly better off for 
the outlay. 

That all our railroads which we are now build- 
ing are not needed to meet the commercial wants 
of our people, and will not on the average find im- 
mediate and profitable employment, no person 
acquainted with our country and its resources, and 
productions can for a moment doubt. 

To be continued, 


Naval Dry Dock and Railway at Phila- 

delphia. 

The United States Dry Dock at this port having 
recently been completed, was successiully tested 
during the past month by the lifting and hauling 
out of the steam ship City of Pittsburg, of 2,200 tons 
burthen. This dock and appendages being the 
largest in the world, merits more than a passing 
notice. The lifting power consists of nine sections, 
six of which are t05 feet long inside, and 148 feet 
over all, by 32 feet wide, and 114 feet deep; three 
of them are of the same length and depth as the 
others, but 2 feet less in width; the gross displace- 
ment of the nine sections is 10-037 tons, gross 
weight 4,145 tons, leaving a lifting power of 5,892 
tons, which far exceeds the weight of any vessel 
yet contemplated. The machinery for pumping 
out the sections consists of two engines of 20, and 
two of 12 horse-power. In connexion with the sec- 
tions (which form the litting power of the dock,) is 
a large stone basin, 350 feet long, 226 feet wide, 
and 12 feet 9 inches deep, with a depth of water ot 
10 feet 9 iaches at mean high tide. 

At the head of this basin are two sets of ways, 
each being 350 feet long, and 26 feet wide. These 
ways are level, and consist of the bed pieces, which 
are three in number, and firmly secured to a stone 
foundation ; the central way supports the keel, while 
the side ways receive the weight of the bilge ; these; 
ways are of oak, and are finished off to a smooth 
surface. On the top of the bed pieces or fixed ways, 
comes the sliding ways or cradle, which are also 
350 feet long and 26 feet wide, so constructed as to 
admit of being adjusted to the lengih of any vessel. 

The operation of the dock is as follows :—The 
sections are sunk so as to allow the vessel to be 
floated in; as soon as she is secured in the proper 
position, the pumps are put in operation, when the 
sections begin to rise, and as soon as they come to 
a bearing on the keel, the bilge blocks are run in 
until they fit the ship. When all is secure, the 
sections are pumped out until the keel is some two 
or three feet above the water. If repairs that will 
only require a short time are contemplated, the ves- 
sel is kept on the sections, and no other portions of 
the dock used. But the Pittsburg was taken up 
for the purpose of testing the several parts of the 
dock, and atter she was lifted out of the water the 
sections carrying the ship were floated into the basin 
in line with one of the sets of ways. When this is 
accomplished, the sections are filled with water, and 
rest on the bottom of the basin, which is of stone. 
Bed ways are now laid on the sections in line with 
those before mentioned. When they are secured 
they are greased, and the cradle is now slid under 
the ship, and she is blocked up on the cradle, and 
the blocks on the sections are removed. At this 
point of the operation a new instrument of power 
is brought forward for the purpose of hauling the 
ship from the sections on to the bed ways in the 
Navy Yard. It consists of a large hydraulic cylin- 
der, having a ram of 15 inches diameter and 8 feet 
stroke, and a power of 800 tons. On the top of this 
cylinder, and attached to it, are two vertical direct 
acting engines, with cylinders 16 inches in diame- 
ter and 16 inches stroke, connected at right angles 
to one shaft, on which are four eccentrics for work- 
ing four hydraulic pumps of 14 inches bore, and 6 
inches stroke ; the tank which carries the water for 
the press is also on the top of the cylinder, and 
forms the bed on which the pumps are secured.— 
The boiler which sux plies these engines with steam, 
is on a sliding cast iron bed way, sume 12 or 15 feet 
ahead of the hydraulic cylinder, and connected to 
it by two castironrods. ‘This boiler is of the usual 
locomotive form, and has 85 tubes of 2 inches di- 
ameter, and 9 feet long. To get ready for opera- 
tion, ihe hydraulic cylinder is slid down tothe edge 
of the basin, its ram is run in, and a connexion 
made by means of two side rods of wrought iron 
from the cross head of the ram to the sliding cradle 
which carries the ship. The central bed way has 
key holes mortised through it horizontally, every 8 
feet, and there are projections from the hydraulic 
cylinder, which have corresponding key holes in 
them. ‘T'wo cast iron keys, 24 inches wide, and 6 
inches thick, are slid through the key holes on 
small wheels ; these keys secure the cylinder to the 
central bed way; the engines and pumps being 
now put in operation, a pressure is brought on the 
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the resistance, the vessel must move. The-esti- 
mated weight of the Pitésburg was 2,800 tons, ex- 
clusive of the sliding ways and blocking; the power 
required to start this weight on a level, greased sur- 
face, was 250 tons. As soon as the vesse] has been 
moved 8 feet, the keys which hold the cylinder to 
the central way are withdrawn, and by means of @ 
screw which is attached to the head block of the 
ram, and driven from the engine, the cylinder and 
boiler are in their turn rapidly slid ahead, (the 
water in the cylinder being allowed to escape into 
the tank,) when the cast iron keys are again slid 
in place, and the vessel moved another 8 feet.— 
After the first starting of the Pittsburg, the power 
required to remove her was but 150 tons, and she 
was moved 260 feet in 6 hours. To push the ves- 
sel off, the cylinder and appendages are moved to 
the head of the ways, put on a turn-table and re- 
versed, when it is again brought down tothe cradle, 
and the cylinder being secured as before, the head 
of the ram is applied directly to the cradle, and the 
vessel shcved back on to the sections, which re- 
quires the same time and power as to haul them off. 
In docking and hauling out the Pittsburg, every 
part of the work gave the most entire satisfaction, 
no portion showing the least defect, and the time 
required to go through the various operations being 
less than was expected. But six sections were 


employed. It will at once be seen that the capacity 
of this dock exceeds that of the stone docks at New 


they can take but three vessels, while here, two.of 
oar longest war steamers may be hauled out on the 
ways, and two frigates lifted on the sections. The 
advantages that must result from the facilities of 
repairing a vessel elevated into light and air over 
one sunk in a stone dock, are very great, and have 
only to be seen to be appreciated.—Journal Frank- 
lin Institute. 


Ohio. 

Railroad from Dayton to the Coal Fields of South- 
ern Ohio.—The people of Dayton are agitating the 
subject of a railroad from that city to the coal fields 
of Jackson and Vinton counties. Daytonisa large 
manufacturing town, and the want of coal is now 
beginning to be dearly felt. 

Railroad from Columbus to Chillicothe.—T he peo- 
ple of Scioto valley are taking measures to secure 
the construction of a railroad between the above 
places. The distance is about 46 miles, andthe es- 
timated cost is $16,000 per mile. 


Railroad from Xenia lo Dayton.—It affords us 
sincere pleasure to be able to state that steps have 
been taken which rnsure the building of the rail- 
road between this point and the city of Dayton— 
the first link, it is to be hoped in the road which 
shall ultimately be built from Dayton to Belpre, om 
the Ohio river, and opposite the bend in the Balti- 
more and Ohio road. This step has been taken by 
the L. M. and X. & C. roads. A meeting of the 
officers of the above consolidated roads is to be held 
in Dayton during the present week, for the purpose 
of agreeing upon the measures necessary to effect- 
ing the object, and determining upon the route to be 
adopted. It is the desire of the L. M. and X &C. 
companies to have the road completed to Dayton if 
possible, by the Ist of January next, and for this 
purpose ali the forces necessary will probably be 
put to werk on it as soon as possible. - Xena 
Torchlight. 


Greenville and Miami Railroad.—This road is 


now opened to Greenville, and is already transact / 


ing a large business. 

Tuscarawas Branch Railroad.—C. Prentiss, Esq., 
president of the C. & P. railroad, has advertised to 
receive proposals fur domg the grading and mason« 
ry of the Tuscawaras branch of the Cleveland and 
Pittsburgh railroad. It is the intention to complete 
this pranch as svon as possible, probably durin 
the present year. It extends into some of the rich- 
est portions of Ohio, and will prove one ot the’ 





15 inch ram, and as soon as the pressure overcomes 


important branches along the line, 


used for lifting in this operation, leaving three un- ; 


York, Boston, and Norfolk, combined, for united, 
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New Orleans. 

The chamber of commerce of the city of New 
Orleans are about memorializing Congress on the 
subject of the removal of the obstruction to navi- 
gation at the Mouth of the Mississippi river. The 
obstructions at the bar have been unusually great 
this year and appear to be unceasing. The mem- 
orial estimates that an appropriation, not exceeding 
$150,000 per annum will be sufficient for the pur- 


pose. 











Notice to Contractors. 
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ROPOSALS will be received until 10th July 
next, for the filling and masonry of “ Whet- 
stone,” “ Arms” and “ Vinings” Bridges. Bids for 
each bridge, earth work and masonry will be con- 
sidered separately ; but should a bid for the whole 
work (and from responsible partics) be more fa- 
vorable than separate bids, it will be considered. 
The work to becommenced immediately, and te be 
prosecuted under direction of the General Superia- 
tendent, so as to insure its completion withia ene 
year from the date of letting. The bridges are in 
a high and healthy section of the country between 
Atlanta and Marietta, and will contain abeut 400,- 
000 yards of earth, and 3300 perches of masonry. 

Any information relative to the work can be had 
by applying to the undersigned, or to G. G. Mull, 
Resident Engineer. Wm. M. WADL&Y, 

General Superintendent. 
Western and Atlantic Railroad, ; 
Atlanta, Ga., June 9, 1852. 


To Contractors. 
r Ee oul ry: soot 906 
Dgpas eenaaas,gpep tatiana gp eeaatare 
ROPOSALS will be received until the 24th of 
July next, inclusive, at the Engineer Offices 
of the North Western Virginia Railroad, in Par- 
kersburgh, West Union ard Clarksburgh, for the 
Graduation and Masonry of 50 or 60 sections (of 
about one mile each) of that road, embracing all the 
heaviest parts of the work, and containing a num- 
ber of tunnels, deep cuttings and embankments, as 
well as a considerable share of Bridge and Culvert 
Masonry. The line extends from the Baltimore 
and Ohio Railroad at the mouth of Three Forks 
Creek, two miles east of Fetterman, to Parkersburgh 
on the Ohio river, and is about 104 miles in length. 

Specifications will be ready at the offices named, 
and also at Fetterman, on and after the 5th of July 

roximo, and Engineers will be upon the line to at- 
ford information. 

The country through which the road passes is 
healthy, well settled and cultivated, and abundant 
supplies may be had along the route and from ei- 
ther end of it, by means of the Baltimore and Ohio 
Railroad, the North Western Turnpike and other 
good roads, and by the Ohio river. The facilities 
for cheap execution of the work are unusually great. 
Hands must be abusdant, as the Baltimore and 
Ohio Railroad is advancing rapidly to completion, 
and releasirg a large amount of labor. 

Bidders must bring the best testimonials, and will 
state what other work they may have on hand. 

By order of the President and Directors. 

BENJ. H. LATROBE, Chief Engineer. 

















Nashua Iron Co., 


NASHUA, NEW HAMPSHIRE. 
ANUFACTURERS of Rowing, Pembroke and 
Lowmoor Locomotive Tires, Engine Frames 
Crank and Car Axles, Wrought Iron Shafting of all 
Shapes of all descriptions used in Machine shops 
and upon Railways. 
“if FRANKLIN MONROE, Treasurer. 
Messrs. Fullerton & = Seong Agents, Boston. 
“  Raymond& Fullerton, ‘“ New York 
Orders received by the Treasurer at Nashua, N.H. 
or oy the Agents in Boston or New York. 





To Contractors & Engineers. 
_ SITUATION is wanted by a Civil and Me- 
chanical Engineer, a good calculator and ace 
curate draughtsman. Address G. D. H., 
31 Jay st., New York, 











Patent Hose. 


AY & MCMULLEN’S PATENT HOSE.— 
‘THE TRIAL made of thisincoraparable Water 
Hose, for two years past, has fully demonstrated its 
superiority. Orders from Railroads, Factories, Water 
Companies, and others, solicited. Every picce war- 
ranted to give satisfaction, by the Patentee and Manu- 
facturer. The following iy one of the many certifi- 
cates, and published, to show the estimation from ac- 


tual use :-— 
. Jersey City, Dec. I7th, 1851. 
Horace H. Day, 23 Courtlandt st. N. Y. 

Dear Sir_I take great pleasure in stating to you, 
in answer to your inquiry in regard to the Iadia 
Rubber Hose furnished by you for the New Jersey 
Railroad and T'r.nsportation Company, that we have 
found it of the very best description, and to answer 
much better purpose than either leather or canvass. 
It is not only more durable, but in the end, the most 
economical. We have now rubber hose on some of 
our locomotives, that we purchased of you two years 
ago, which has been in constant use and is still as good 
as ever, and I have found your four-ply ta stand pres- 
sure of 150 Ibs, to the square inch. 

Yours, very respectfully, 
JAMES McFARLAND, Superintenden 
Motive Power for N. J. R.R. and Trans. 





Evansville and Illinois R. R. 

ALE OF $350,000 SEVEN PER CENT 

MORTGAGE and Convertible Bonds, of the 
Evansville and Illinois Railroad Company. 

The Evansville and Illinois Railroad, commenc- 
ing at the city of Evansville, Indiana, on the Ohio 
river, extends up the Wabash valley, and will con- 
nect more or less, directly with all the railroads 
converging at Indianapolis the capital of the State. 

It is an important link in the central line ot rail- 
roads connecting the Northern lakes with the 


Southern seaboard. The whole of this chain of 


roads is either already in operation or approaehing 
completion, excepting the Henderson and Nashville 


— | Railroad, to which a sufficient amount of stock has 


been subscribed to insure its early construction. 

The main trunk of the E. and I. R. R., reaches 
from Evansville to Terre Haute, a distance of 107 
miles, and the Company is authorized also to con- 
struct a divergent line from any part of the main 
trunk directto Indianapolis. It is intended at once 
to complete the line to Terre Haute, where it will 
intersect the Terre Haute and Indianapolis and the 
Terre Haute and St Louis roads, 

The present issue of bonds provides for the com- 
pletion and equipment of the first section of the 
road, extending from Evansville to Vincennes, a 
distance of filty-one miles, where it joins the Ohio 
and Mississippi Railroad. The engineers’ estimate 
of the cost of this section, ready for the cars, does 
not exceed $10,500 per mile. 

More than one half the distance, 27} miles, is 
finished asd in successful operation, its earnings 
being more than enough to pay the interest on the 
bonds now offered. The residue is already under 
contract, or being let; 11 miles extending to White 
river will be completed in time to secure the early 
fall business, and the remainder during the ensuing 
winter and spring. The iron for the whole 233 
miles has been purchased, and a considerable por- 
tion isnow going forward. The contracts have all 
been made below the estimates. 

The means at the disposal of the company, ap- 
plicable to the construction and equipment of this 
section of the road, are as follows: 


Stoe b stabscriptions, 6 ciiWsks Cieddvccicees $345,300 
Earnings to Ist April, from transportation 


BNA'OUEN SOURCE. v6. 6's.5 wb aiv od vccs'cvee 16,590 
Present issue of bonds.... eves. 350,000 
WO ic deans ohbeiisesecd thevaedd $711,800 


Evansville is the depot of the Southern trade of 


the Wabash valley and of Green river, Kentucky. 
It is the most rapidly growing city in Indiana, and 
now contains 7,000 inhabitants. The population 
has doubled, and the taxable property trebled, in six 
years. The arrivals and departures of steamboats 
at its wharf in 1831, were 5.398. The Wabash is 
the most fertile of all the western vallies, and pro- 
duces more corn and hogs than the same area in 
any othersection of the country. It is also marked 
out by nature as a great route of travel. 

The position of the E. and I. railroad guards it 
against competition for the through travel of a vast 








region of country in and adjacent to the lower Ohio 
while its local business must be sufficient to well 
support the road. When completed to Vincennes, 
it will give a cut off railroad route from the Ohio 
at Evansville, to the Mississippi. at St. Louis, of 
196 miles, against the present river route of 370 
miles, and from Evansville to Cincinnati of 241 
miles, against the present river route of 350 miles. 
In either case, the distance will be performed in 
less than one third the time now required by the 
river. 

The bonds are for $1,000 each, redeemable Ist 
January, 1862, principal and interest payable at 
the Phenix Bank in New York, the coupons for the 
latter on Ist January and Ist July. They are con- 
vertible into stock up to 30th April, 1857, and are 
secured by a first and only mortgage on the whole 
road from Evansville to Vincennes, its machinery, 
franchises and appurtenances. The murtgage also 
covers the real estate purchased by the company 
for depots, etc., which cost $10,000, and is now 
worth more. 

The trustees for the bondholders are Evan R. 
a and John F. A. Sasford, of the city of New 

ork, 


Sealed proposals for the whole or anv part of 
these bonds, endorsed ‘‘ Proposals for Evansville 
and Illinois Railroad Bonds,” will be received at 
the office of Cammann, Whitehouse & Co, No. 56 
Wall street, until three o’clock on the 19th day of 
June, inst., when they will be absolutely disposed 
of to the highest bidder. 

Printed exhibits of the road, etc., with a map 
showing its location and connections, can be ob- 
tained on application at the above named office. 

JOHN INGLE, Jr., 

Secretary and Financial Agent E. & IL. R.R. Co. 


RAIL ROAD CAR FINDINGS, 


BRIDGES & BROTHER, 

64 Courtlandt Street, N. Y. 
WHEELS AND AXLES, 
JAWS, BOXES, AND CASTINGS FITTED. 
WROUGHT NUTS, BOLTS AND WASHERS, 
ENGINE AND CAR SCREW BOLTS, all SIZES, 
COACH LAG AND TELEGRAPH SCREWS, 
LOCOMOTIVE ENGINE LANTERNS, 
From the BEST Manufacturers and at their Prices, 
CAR, LAND and SIGNAL LANTERNS, 
COTTON DUCK, FOR CAR COVERING, 
of any required width to 124 inches, 
ENAMELED HEAD LININGS, 
The best article made in this country. 
PLUSH, and CURLED HAIR. 
HAND CARS AND BAGGAGE BARROWS. 
PASSENGER, FREIGHT-CAR, AND SWITCH 
LOCKS, DOOR KNOBS AND BUTTS. 
BRASS and IRON WOOD SCREWS. 
BRASS AND SILVER PLATED TRIMMINGS 
For Windows and Seats, 

VARNISH, COACH JAPAN, AND GLUE, 
Paints, Varnish and Glue Brushes, 

SILVER PLATED AND WHITE METAL LETTERS, 
ENGINE and SIGNAL BELLS. 
ANTI-FRICTION, OR BABBITT METAL. 
PORTABLE FORGES & JACK SCREWS. 
HEMP PACKING, AMERICAN, RUSSIA AND ITALIAN, 
CONDUCTOR’S BADGES AND BAGGAGE CHECKS. 
Iron Bronzed and Brass Hat Hooks. 


VENTILATORS AND WHITE METAL RINGS, 
And all other Articles pertaining to Cars. 


ALBERT BRIDGES, § “ifacturers Compras sce Mam 
ALFRED BRIDGES, } 





Late Davenport, Brid " 
Fitchburg, Mas, °° 
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CAR, LOCOMOTIVE, AND TENDER SPRING 
MANUFACTORY. 


PuitapeLenta, March 1, 1852. 


We beg leave to present the following Certificates to the consideration of Railroad Com- 
panies and Car Builders, for the quality of CAR, LOCOMOTIVE, AND 
TENDER SPRINGS manufactured by us. 

At the same time we would inform Railroad Companies and Car Builders that we have ex- 
tended our works, and will be happy to execute any orders for Steel Springs for Cars, Locomo- 
tives, or Tenders, of any design or pattern which they may see proper to intrust to us, at the 
lowest prices, and on terms which will prove satisfactory. 

From our long experience as Spring manufacturers, we are enabled to supply Railroad Com- 
panies with Spring Steel, of superior quality, converted from Swede Steel Iron. 

The iron being imported direct from Stockholm by ourselves, and Converted and Rolled un- 


der our supervision. 


Philad'a, Feb, 27, 1852. 
Mgssrs. JAMES Jerrries & Son. 

Gentlemen: In reply to your inquiries as to the character 
of the Springs furnished by you for Locomotive Engines and 
Tenders, I take pleasure in saying that I have found them, 
both in material and workmanship, superior to anything else 
of the kind that ever came under my notice. I have ocea- 
sionally tried the Springs of other manufacturers, but in test- 
ing their elasticity and strength with the apparatus I have for 
that purpose, I have found none combining the requisites of 
a good spring, viz., lightness, elasticity, and durability, in so 
eminent a degree as yours, 

Iam using them exclusively under the Engines and Ten- 
ders of my make, and can sately recommend them to athers, 

Yours truly, M. W. BALDWIN. 


Office, Penn'a Rail Road Co. 
Philada, Feb, 26, 1852. 

This is to certify, that James Jeffries & Son manufactured 

nearly all of the Steel Springs used on the Georgia Rail Road 

while I had charge of that work, and have also furnished 

those that have been used on the Pennsylvania Rail Road. 

The character of their work has always given entire satisfac- 

tion, and I cheerfully recommend their Springs to the patron- 
age of Rail Road Companies and Car Builders. 

J. EDGAR THOMSON, 
Chief Engineer and President Penn'a Rail Road Co. 


Office, Phil’'a, Germantown & Norristown R. R. Co. 1 


‘ebruary 28, 1852. 
This is to certify, that I have used the Steel Springs manu- 
factured by Messrs, Jas. Jeffries and Son, for the Locomotives, 
Passenger, and Freight Cars of the above Road, during the 
last 12 years, and have always found them good and efficient 
Springs, giving gencral satisfixction. R. FRENCH. 


Philadelphia, Feb. 23, 1852. 
This is to certify, that we have used Car Springs made by 
James Jetfries & Son, for the period of twelve years, and find 
them a very superior article, so much so, that we shall always 
continue to use them, DUTILH, HUMPHREYS & CO. 
Proprietors of Union Line of Trans. from Phila to Pittsburg 


Philadelphia, Feb, 27, 185°. 
Messrs. J. Jerrries & Son, 

Gentlemen: We have been using your Steel Springs under 
our Cars for a number of years, they have given entire satis- 
faction, and have proved themselves superior to any other 
that we have used. ‘Their good qualities should commend 
them to any who have need of an article so ditlicult to obtain 
perfect. Yours truly, HARRIS & LEECH, 

Proprietors of Leech’s Trans, Line from Phil'a to Pittsburg. 


Richmond, Jan, 6, 1852. 

Messrs, Jerrrinrs & Son: It atfords me pleasure to say, 
that after some six or seven years’ trial of your Springs, I find 
them superior to any other Springs we have used on cur 
voad, and are so well satisfied with their merits as to continue 
the use of them l am, very respectfully yours, 

THOMAS SHARP, 
Superintendent R.P. & P. R. R. 
Offve, R. & P. R. R. Co. 
; Richmond, Va,, Jan, 6, 1852. 
To Mr. Tuomas Jrrrrizs, 

Dear Sir: I take pleasure in stating that the Springs made 
by the firm of which you ‘are a member, and which I have 
been using for the last eight years on Locomotives and Ten- 
ders, and, also, on Passenger, Freight, and Coal Cars, have 
given the utmost sutisfaction, and I consider them superior 
to any I have received from other establishments during the 
above period, and shall still continue to send you our orders 
for all we may want, Very respectfully yours, 

THOMAS DODANEAD, 
Superintendent R. & P. R. R. 


§ Superintendent's Office, C. R. R. 
2 Savannah, Ga., Jan, 21, 1852. 
This will certify, that Car and Locomotive Springs made by 
Messrs, James Jeffries & Son, of Philadelphia, have been in 
use on this rcad for a number of years, and have given entire 
satisfaction. W. M. WADLEY, 
Superintendent. 








Yours respectfully, 


JAMES JEFFRIES & SON, 
REAR OF GIRARD HOUSE. 


Office, Petersburg R. R. Co. 
Petersburg, Jan, 8, 1852. 
The house of James Jeffries & Son, of Philadelphia, has 
made us a good many Car and Engine Springs, and I take 
great pleasure in stating that they have always turned out 
well, and I believe their work can not be surpassed by any 
in the country. H. D. B 


. , 


President. 


§ Office, Sup’t T. & M. Power, So. Ca, R. R. Co. 
Charleston, Jan. 21, 1852. 

This is to certify, that-the South Carolina Rail Road Com- 
pany have for a number of years been using the Steel Springs 
manufactured by Messrs. J. Jeffries & Son, of Philadelphia, 
for their Locomotive Engines, and for both Passenger and 
Freight Cars, and I take pleasure in stating that they have 
given entire satisfaction, and recommend them to the patron- 

age of all Rail Road Companies requiring such articles, 

J. D. PETCH, 

Sup't Trans, & Motive Power So, Ca, R. R. Co. 


Philadelphia, Feb. 27, 1852. 
This is to certify, that I have used Springs made by James 
Jeffries & Son for the period of tive years, and consider them 
equal, if not superior to any others that [ have had in use. 
JOSEPH S. LEWIS, 
Pennsylvania & Ohio Line, 


Georgia Rail Road, 
. Augusta, Ga., Jan, 1, 1852 

To whom it may concern.—We have used Springe manu- 
factured by Messrs. James Jeffries and Son, for the Locomo- 
tives and Cars of our road for the last ten years, and have no 
hesitation in recommending them as having given general 
satistaction F, C, ARMS, 

General Superintendent, 
Macon & Western Rail Road, 
; Macon, Ga., Jan. 25, 1852. 
Massrs. J. Jerrries & Son, 

Gentlemen : This Company has for several years purchased 
and used, under Cars and Engines, Steel Springs manufac- 
tured by you. We have also purchased from other manufac- 
turers and made Springs ourselves, 

Yours have given entire satisfaction, and have proved them- 
selves equal, if not superior to any we have used. Their ex- 
cellent qualities should commend them to all who have need 
of an article so difficult to obtain m perfection. 

Yours, very respectfully, EMERSON FOOTE, 
Superintendent. 


Macon, Ga., January 24, 1852. 
Mxssrs, JAMES JEFFRIES & Son, 

Gentlemen: In reply to your inquiries in reference to Steel 
Springs, I take pleasure in saying, that 1 have been in the way 
ot observing Springs in use on Cars and Locomotives, on va- 
rious Rail Roads, tor seventeen years past, more particularly 
on the Central Rail Road of Georgia for eight years past, and 
during said seventeen years have been practically acquainted 
with your make of Springs, and I have no hesitation in say 
ing, that your Springs with open work are the best Steel 
Springs I have ever used or seen in use. 

Yours, respectfully, GEO. W. ADAMS, 
Superintendent S. W. R. R. of Georgia. 


Transpt, Office, W. & A. RR. R. 
§ Atlantic, Jan. 31, 1845. 
Messrs. JAMES JEFFRIES & Son, 

Gentlemen: This road has used the Springs made by your 
firm since its first opening, under both Engine and Cars, and 
they have given entire satisfaction to all. 

Very respectfully, WM. D. FULTON, 
Superintendent. 


§ Montgomery & West Point R. R. Co. 
Montgomery, Ala., Feb. 23, 1852. 
This may certify, that this Company have been for years 
using, both under their Engines and Cars, Springs from the 
manufactory of James Jettries & Son, of Philadelphia, and 
are so well satisfied of their superiority that we can confident- 

ly recommena tliem to all companies in need: of won 
SAMUEL G. JONES, 
Engineer and Superintendent. 


————_—- 


Raiireéad Contracts. 


4 ew Mobile and Ohio Railroad Company here- 
by offer for contract the Grad: ’ 
and Bridging ot 179 miles more of their road, ex- 
tending from Section 64 of the last letting in Wayne 
Co. to the south line of Pontotoe Co., Miss.—the 
latter point being 267 miles from Mobile. 

The line will be ready tor inspection on and af- 
ter the first of August next. Also, plans, profiles 
and specifications will be exhibited, proposals re- 
ceived under seal, and contracts made at the follow- 
ing times and places, to wit: 

August 15th—At Quitman, for line in Clarke 


County. 
“  25th—At Lauderdale Springs, for line 
in Lauderdale and Kemper 
Counties. 
September Sth—At Macon, for line in Noxubee 
County. 
15th—At Major Gilmore’s, 16th section 
on ‘‘ Robinson” Road, for line 
in Lowndes County. 
“ — 25th—At Doct. Gillespie’s, on Aberdeen 
and Houston Road; for line in 
Monroe County. 
“ 30th—At Okolona, for line in Chicka- 
saw County. 

From July 25th to August 10th, the profiles can 
be examined, and other information obtained, of 
C. B. Child, Esq., Resident Engineer, at Macon, 
Noxubee Co.. Miss. 

The grading upon 8 miles of this line is heavy, 
and good car work. About 35 miles middling hea- 
vy, and the remaining 136 miles light. 

The high and healthy country in which this line 
of work is situated, and the proposed letting of 250 


ce 


road to the Ohio and Tennessee rivers, tor which 
subscriptions are nuw partly taken up, render this 
work worthy the attention of contractors both north 
and south. JOHN CHILDE, 
Chief Engineer and General Agent. 
New York, June 14th, 1852. 


To Contractors. 









EALED PROPOSALS will be r 

office of the En-ineer in Syracuse, until the 
20th day of July next, for the Grading, Masonry, 
and Bridging of the Syracuse and Binghamton 
Railroad. Length of line 76 miles: Separate pro- 
posals may be made for the bridging in conformity 
to plans exhibited at the oftice of the engineer. The 
work to be let will be divided ito sections of about 
one mile in length, a large portion of which will 
be well worth the attention of contractors. 

Bids proposing to receivea portion of pay im the 
stock of the road would be preferred, but such pre- 
ference will not exclude the favorable consideration 
of bids for cash payments wholly. 

Proposals may be made for the whole line, or for 
distinct sections. 

The line will be prepared for examination onthe 
10th day of July. Plans, Profiles, and Specifiea- 
tions, and all necessary information will be fur- 
nished at the office of the Engineer in the city of 


Syracuse. 
HENRY STEPHENS, President. 
June 2, 1852. 









LEXINGTON AND DANVILLE RAILROAD; 
sn enerper proposals for the construction of this 
road will be received as follows: 

At the Office in Lexington, from Ist to 15th of 
July, for the grading and masonry of 12 miles of 
the road between Lexington and Nicholasville,: .. 
‘At the Office in Lexington and at the officesin 
Danville, from the Ist to the 15th August, for-the- 
grading, masonry, and bridges of the remainderof- 
the road (22 miles) from Nicholasville to Danville’ 
Plans, profiles, specifications, &c., may be seen 
at either of the offices within the times specified, ©’ 
GEORGE C. SCHAEFFER, ~ 

Cu. Enc. Lex. « Dan. Re Ry 





Danville, Ky., May 28, 1852 


miles more within twelve months, to complete the. 
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.— Patentee of the improved ‘Turntable solicits 
‘ an examination of its merits by Railroad Com 

anies, Contractors etc. It has been in use on the 
adeoe River Railroad during the last three years 
since which, some improvements have been made 
upon it. The Patentee is now putting down the 
fifth table on the Ohio and Pennsylvania Railroad, 
where these tables have been in use for one year 
past. The chief merits of this Turntable are its 
cheapness durability and capacity. lt is c2pable otf 
being turned by two men, with an engine and tender 
upon it, weighing thirty-five tons, in the space o! 
two minutes. Its cost, including all maierial, the 








New York and Canada. 





The attention of Merchants, Tra 


ders and travellers, is directed to the facilities now 
afforded for the conveyance of freight and passengers 
direct from ‘his city to Montreal. 


The Champlain and St. Lawrence Railroad Com- 


y having opened their road from Rouse’s Point to 
Bouth Montreal, the only link before wanting to con- 
nect New York with Montreal by a continuous rail 
road, has been supplied. 

Passengers leaving New York in the morning, 
sleep comfortably on the way, and arrive at Montre 
al at half-past four the following afternoon, reducing 
the travelling time to little more than twenty hours 

Freights are carried with the greatest care and dis- 
patch, at greatly reduced rates. 

After the opening of navigation, passengers will be 
conveyed from one city to the other by day light. 
New York, Feb. 13, 1852, 
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CORROSIVE SUBLIMATE. | 


4 ier article now extensively used for the preserva- | 








CARHART’S IMPROVED TURNTARLE. 











best kind of workmanship in wood, iron and ma- 
sonry—except excavating the pit and laying the 
track—is only thirteen hundred dollars, and all re- 
pairs, except the ordinary wear and tear, will be 
guarantied for the sum of $5 a year, for three years. 

Figure | of the above cut represents the founda- 
tion, consisting of the band and track walls ; centre 
pier, cross-timber for bolting the step of pivot to the 
track, which is spiked and leaded into the coping of 
the wall, the latter being composed of stone 24 feet 
square. The Bank wall is 5 feet high and 20 
inches thick, with cut and hammered dressed stone 





Fig. 3 gives a side view of onec 


arcass framing. 
main truss, with the mode of gearing, including 


cack and pinion. Fig. 4 gives a perspective view 
of rim and segments. Fig. 5 an end view of the 
main trucks with pedestals and wheels. Fig. 6 
screw for pivot, 6 inches in diameter, running to 
the top of the table, with the lever for adjustment. 
Fig. 7 shows the cross section of the track wall, 
wheel and pedestal. 

For further particulars please address the sub- 
scriber through WM. W. PRATT, Jersey City, 





coping laid in lime and sand. Fig. 2 shows the 
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tion of timber, is manufactured and for sale by 


POWERS & WEIGHTMAN, manufacturing Chem | 


ists, Philadelphia. 
Jan. 20, 1849. 


TELEGRAPH WIRE. 


(feo taken for all numbers of best quality of| 


English Telegraph Wire. Samples at the office! 


of the Subscribers. 


JRE, CARMER « CO., 
6m*14 


75 Broad st.,New York. 


Spikes, Spikes, Spikes. 





Machine ,or a number of them, may be supplied 
by addressing J. W. FLACK, Troy, N. Y 
or, MOORE HARDAWAY, Richmond, Va. 
March 6. 1850. 


To Telegraph Companies. — | 


rods, Railroad Spikes of superior 
AN Y person wishing a simple and enective Spike|Chal : : 


N. J., or at Wooster, Ohio. 
June 19th, D. H. CARHART. 
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Dudley 3. Fuller & Co., 
{RON COMMISSION MERCHANTS, 
No. 139 GREENWICH STREET, 
NEW YORK, 


Smith & Tyson,, 
IRON COMMISSION MERCHANTS, 
BALTIMORE. 
| ealee ED Juniata Charcoal Billet Iron for Wire. 
Do. for Bridging, of great strength. 
b'lat Rock, Boiler and Flue Iron, rolled to pattern, 
&ivu, Wheel Iron of great strength and sur@ior chil- 











ling properties, Elba Forge Iron, American Shot 


Iron, Cut Nails, Spikes and Brads, Nail and Spike 
uality, Wrought 
r plates of any pattern, punched or plain. 





M. B. Hewson, Civil Engineer, 
(Open to a New Engagement,) 
Memphis, ‘ 


Tenn. 

















